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If the shipments which pass swiftly and 
safely day after day, month after month, over 
the lines of the Gulf Route were passengers, 
paying passenger fare, they could hardly be 
treated with more consideration than they are 
now shown. 


ulf, Mobile & Northern Railroad 
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Sthmian Steamship Lines |: 
Cop) 
General Offices: 50 Trinity Place, NEW YORK CITY EF 
Branch Offices: wie 
Herald Building, SYRACUSE, N. Y¥. Commerce Bldg., ROCHESTER, N.Y. Rockefeller Bldg., CLEVELAND, O. B. J 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 
DIRECT STEAMER SERVICE ‘ 
From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile one 
and Pacific Coast Ports 
To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 
Also INTERCOASTAL SERVICE 
New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Direct Service Baltimore to Honolulu without transshipment. : 
For particulars, rates, sailings, etc., apply to General Offices, or to 
NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, — 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. CUR 
E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). ale 
PRO 
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Judson Freight Forwarding Company | -: 
MAT 


ANNOUNCES wor 


An Additional New Service as 

From AVIA 

Chicago, New York, Boston, Cleveland, Dayton, te 
Detroit, Toledo and All Other ae 
Eastern Points WAE 

To QUE 

DOC! 


DENVER, COLORADO 


(and adjacent points) 


(RATES INCLUDE A FREE STORE DOOR DELIVERY) 


Judson Freight Forwarding Company 
140 South Dearborn Street Chicago, Ill. 
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Published weekly by Tue Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered 4 
second class matter January 4, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 187? 
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7). of Float Bridge, Bulkhead — with Freight House in the back- 
ground — Bronx Terminal, East 149th Street, New York City. 
These facilities, together with the increase in yard space, enable a much larger 


volume of business to be handled with the usual Lehigh Valley dispatch. 
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a | : - SE ~ = Lr 
LEHIGH VALLEY’S NEW BRONX TERMINAL nal 


IN NEW YORK CITY 


——— = se ; property which the Lehigh 
Valley Raliread eel in the ome adjacent to its terminal at 149th Street and 
Harlem River, now enables it to provide improved terminal and yard facilities for 
the territory served by this station. 

Eighteen team tracks, a 30-ton electric traveling gantry crane and a caterpillar 
crane with a 45-inch magnet are now in operation for the handling of building 
materials, heavy shipments of structural iron or steel and other commodities requir- 
ing prompt handling direct from cars to trucks. 

Four unloading platforms provide careful and prompt delivery of automobiles. 


NOW RENTING 


The Lehigh Valley’s new Bronx Terminal Warehouse at 144th Street and Gerard 
Avenue, a 12-story structure of fireproof construction, served by tracks from adjoin- 
ing freight yards, offers shippers a splendid facility for the distribution of shipments. 
Its location is especially attractive to distributors serving not only the principal 

centers of Manhattan and the Bronx but also cities in Westchester, 
such as Mount Vernon, New Rochelle, White Plains, Yonkers, etc. 


; For more detailed information, apply to nearest 
Seed Lehigh Valley freight representative. 
Direct Route to * * 
vers Lehigh Valley Railroad 


CThe Route of The Black Diamond 
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The ‘“‘Hasiest’’ Port of Call 
on the Pacific 


What we mean by 
“easiest” 1s— 


i. 


LOS ANGELES HARBOR DEPARTMENT, LOS ANGELES, CALIF. 


On the open ocean— 
no bars or tides to hold 
up sailings. 


Protected anchorage— 
3 minutes from open 
water. 


. Perpetual sunshine — 


out of the storm belt. 


Cheapest bunkering 
port—the center of 
California’s oil fields. 


. A man-made harbor— 


scientifically construct- 
ed for easy docking. 


The Traffic World 


6. Lowest dockage and 


wharfage rates—no 
labor trouble. 


7. Water front warehous- 


ing—city owned—low- 
est rates. 


8. Dry docks and ship- 


building yards—skilled 


labor at low prices. 


9. 7% miles of municipal 


wharves. 


SHIP, 


LOS ANGELES 


HARBOR 


No. 205 
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Shippers—Send for 
this book! 


a 


The whole “picture” of the 4 
new Los Angeles Harbor 
has been caught by photo- 
graphs and incorporated in 
a book containing many 
other important facts. 
Write for your copy! Ad- 
dress General Manager. 
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YOUR 
VACATION -«- 


WHERE? 


Now is the time to forget the burdens of every- 
day routine . . . and for them substitute sea- 


shore, lake or forest. 


Now is the time when laughter and fun should 
fill your days, and we of the Chesapeake and Ohio 


stand ready to make this possibility come true. 


For the silver rails of the Chesapeake and Ohio 
shine through a veritable catalog of choice vaca- 
tion spots. Let us suggest that you write for the 
folder, ‘Your Vacation” .. . it tells of many 
places, both in the mountains and on the sea- 


shore, where you will find vacation at its best. 


T. H. Gurney, Passenger Traffic Manager 
Richmond, Va. 


George Coombs, A. G. P. A., Cincinnati, Ohio 
J. B. Edmunds, General Agent, Washington, D. C. 


F, E. Landmeier, W. P. A. 
320 North Broadway, St. Louis, Mo. 


C. B. Kincaid, G. E. P. A. 
299 Broadway, New York City 
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‘THE CHESAPEAKE & OHIO RAILWAY 
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Raw Material and Market 


] HE Pittsburgh District—the workshop of the world— 

famed as the nation’s greatest industrial center— 
noted for its unrivaled transportation facilities—the focal 
point of a vast network of mainline railroads extending in 
every direction and the nucleus of the greatest consuming 
market in the United States. 
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Capers 


No wonder the Pittsburgh District has become the magnet si 
for foresighted manufacturers since the beginning of 
American industry—no wonder that here in this ideal 
industrial realm so many great business fortunes have 
been made—for Pittsburgh is the ‘‘open sesame”’ to suc- 
cessful, profitable manufacturing today, tomorrow and " 
for all time. a 


rie xt 
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Prominent in making the Pittsburgh District the nation’s 
greatest industrial center is the Montour Railroad— 
uniting all trunk line railroads and bringing their service 
direct to your door. 


Decide today to investigate the possibilities of locating INDI 
your plant or warehouse in this District. We shall be glad 
to furnish you with detailed particulars. k / 


MONTOUR R.RPO. 


141 OLIVER BLDG < * PITTSBURGH PENNA. * 
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Mia wracuuntin 
in Kansas City 
)reach 15 milion 
| people from (Kan- 
jsas City at less 
| tcransporfation 
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: other metropolis 
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, (By 1931) | 
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dhe inane COMMITTEE OF THE CHAMBER OF COMMERCE 


and I attach the coupon to my letterhead as as- 
surance of my interest, without obligation, of 
course. 


MISSOURI 


kK A he * AS 6 } ® Y I am interested in this industry: 
lof 


ve FW 


x ad Kansas City has 212 existing manufacturing opportuni- Name 
ties—commodities bought in large volume which can be 
made profitably here yet which now are bought in other Address 


markets. “The Book of Kansas City Opportunities” tells 
a fact story and will be sent without obligation. Kindly 
use the coupon. 
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Bill’ Says... 


A Sure Market Tip 


Almost every one is playing 
the stock market nowadays. A 
lot of tips are going around. 
Most of them are no good. A 
few have merit. The rarest 
thing in the world is a tip that 
can be banked on. 

I have a tip that is worth more 
than its weight in gold. Fur- 
thermore, I am going to give it 
to you free. Here it is: 

Two cents invested in a post- 
age stamp to inquire about elec- 
tric railway freight service in the 
Central territory will return 
many dollars in profit. 


That is the best business tip 
given out in years. If you don’t 
believe it, or you want more de- 
tails about results to be obtained 
through applying this tip, I will 
tell you how to proceed to get 
the facts. Write a letter to L. 
E. Earlywine, Central Electric 
Traffic Association, Traction 
Terminal Building, Indianapolis, 
Indiana, and ask him for details 
on making money by shipping 
freight faster over electric lines. 
A two cent stamp will get you 
the information, and you won't 
be sorry. 
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Electric Freight Service| 
800 Points i: 
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SINCE 1336 


INCE 1886, the Soo Line has been serving shippers to 
the great Northwest. These 43 years have seen the build- 
ing up of an enviable reputation for the fast, safe move- 
ment of shipments to this great country. 


eqepe 
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CCR AR 


Today, more than ever, the Soo Line is “Johnny-on 
the spot” to give its clients the quickest, safest movement 
to their shipments. Any one of our representatives listed 
below will be pleased to assist you in any way they can 


in expediting your shipments to the territory served by 
the Soo. 


Route Your Freight Care of the Soo Line 


To avoid S Jter, a for Canadian destinations must be accompanied by 

SHIPPERS DECLARATION MADE IN TRIPLICATE. This toonmens 

must be flelivered to railroad agent at initial point with the shipment and 
accompany same to Canadian port of entry 


SAULT SAINTE MaRie 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


MILWAUKEE 
AGENCIES 


Seaten, Mass., 40 Central St. 


. ¥., 504 Iroquois Bldg. Los Angeles, Cal., 530 vee Nuys Bldg. St. Louis, Mo., . 
, 1680 Bankers Bidg., Clark Memphis, Tenn., Porter Bldg. 2050 Railway Exch 


Bldg. 
Milwaukee, Wis., 68 East Wisconsin Bt. Ps aul, Minn., ates Merchants Na- 
Ave. tional Bank Bi 
Minnea . Minn., S00 Line Bldg., San Francisco, Cal., ” 681 Market St. 
Cleveland, 0., 915 Union ‘Trust idg. 5th St. and Marquette Ave. Sault Ste. Marie, Mich. 
Detroit, Mich., 2243 First National Neenah, Wis Seattle, Wash., 5564 Stuart Bld 
B Bldg 


‘ a How Sock, "N. Y¥., 1550 Woolworth Spokane, Wash., 1006 Old Nat! Bank 

Duluth, Minn. ., 408 West Superior : e 

Grand Rapids, ae » 1001 Grand guake, a hy gt A pate. Superior, a 7 ‘iit eat 
Rapids st , N, ve acoma, acific Ave. 

Indianapolis, Ind., 430 Merchants Bank Philadelphia, Pa., 1500 Locust St. Waukesha, 


Wis. 
vitesouh, Pa., 2041 Oliver Bldg. Winnip Man., 603-604 Lombard 
Kansas City, Mo,, 728 Walnut St. Portland, Ore., 8rd and Pine Sts. Bldg. 





PAGE 10 | Vol. XLIV, No. 
The Jif fic World ————__ et July 6, 1 


LMS Gr 


has 350 warehouses in Great Britain 


London, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 





EXPORTERS i, 
“Your own” Warehouse in England E 


No matter what your exports may be—in what 
market you are operating—there is one of the 
350 LMS warehouses in the heart of that market. 
“Your own warehouse”’—as advantageously situ- 
ated as though you had selected the site yourself. 


All rail connected—trucking and transfer charges 
are eliminated while LMS warehousing charges 
are as low as any in the country. 


Traffic Managers and Freight Forwarders should 
investigate at once the many advantages of using 
the LMS chain of warehouses. Address any LMS 
Freight Office in America. 


LMS Ry of G. B. 
(Dyson Shipping Co.), a 
. ° as 
LMS Ry of G.B. 311 California St. = _Lwg Ry of G. B. 3 
(Jas. P. Robertson, Inc.), San Francisco, Cal. (Oregon Forwarding Co., Inc.) , : 
333 N. Michigan Ave. LMS Ry of G.B. Board of Trade Bldg., 
Chicago, Ill. (Irving H. Heller) Portland, Oregon. 
812-14 Rialto Bldg., 
St. Louis, Mo. 


Storage in every industrial aad 
area London, Midland & Scottish Railway of G. B., 
Ten million feet of floor Thomas A. Moffet, Freight Traffic Manager in America, 
space 1 Broadway, New York City. 


Economical and convenient 
storage LMS 
RAILWAY 


Great Britain 
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Great Lakes Pp! New York 


| Tre Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 





DET wa 


la , Tie 
TOLEDO _« m= CLEVELAND 
ing LORAIN 





SHIP BY BARGE! 


AND 
REDUCE YOUR TRANSPORTATION CosTs 
Dependable Freight Service with 2O% Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment 


Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, tne. 


MEMBERS 25 Broadway, New York City, N. Y. TELEPHONE 
N. Y. Produce Exchange BUFFAL BOWLING GREEN 0495 
N. Y. Maritime Exchange ALO OFFICE: Chamber of Commerce Building BONDED CARRIER 
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Total Rail Lines 
16,726.69 
Miles 


Total Water 
Lines 
3,825 Miles 
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Southern Pacific 
Highways 
Lead to the 


Main Streets 
of All America 


FROM TRAIL TO RAIL 


(Continued from June 22nd issue) 


CHAPTER XXIV 
(Continued) 


The fare, first class, to 
Chicago was $130; to New 
York, $150; to St. Louis, 
$129; and to New Orleans, 
$162. Passengers were al- 
lowed one hundred pounds 
of baggage free and the 

: charge on excess baggage 
between San Francisco and Omaha was 
$15 per hundred pounds. The rates on 
Silver Palace Sleeping Cars, which ran 
between San Francisco and Ogden, were: 
San Francisco to Wadsworth, double 
lower berth, $2; double upper, $2; state- 
room, $5. To Carlin or Elko, $4 for the 
lower, $4 for the upper, and $10 for a 
state-room. To Ogden the double berth 
cost $6 and the state-room $12. 

Freight rates from San Francisco were 
also quoted, on first-class, second-class 
and third-class trains. Through freight 
from San Francisco to Ogden, first class, 
was $2.75 one hundred pounds; second 
class, $2.50; and third class, $2.10. To 
Chicago, first class, $7.50; second class, 
$6.20; and third class, $5.20. 

A section of the time-table is devoted 
to the tariff on livestock, “to be fed, 
watered and taken care of by owner.” 
Between San Francisco and Ogden the 
tariff was $300 a car, and to Chicago $710 
a car. The carload rate on wagons, 
wagon stock, agricultural implements, 
machinery and household goods “owners 
to load and unload,” from San Francisco 
to Ogden, $300 a car; to Chicago, $670 a 
car; and to New York, $800 a car. One 
page of the time-table was devoted to 
stage connections, giving the mileage of 
the stage route, the time of leaving, time 
occupied by the trip and the fare. The 
stage trip from Stockton to Yosemite 
Valley cost $20. The stage from Marys- 
ville to Portland, Oregon, was $40. It 
cost $50 from the Central Pacific station 
at Winnemucca to Boise City. 

The time-table was issued in the name 
of the Central Pacific, Western Pacific 
.and California & Oregon Railways. It 
was Western Pacific from San Francisco 
to Sacramento; California & Oregon 
from Sacramento to Marysville, and 
Central Pacific from Sacramento to 
Ogden. 

The principal offices of the company 
were 415 California Street, San Fran- 
cisco; 56 and 58 “K” Street, Sacramento; 
and 54 Williams Street, New York City. 

The officers whose names appear on 
this early time-table were A. N. Towne, 
General Superintendent; J. Corning, As- 
sistant General Superintendent; T. H. 
Goodman, General Freight and Passenger 
Agent, Sacramento; T. Hosmer, Ticket 
Agent, San Francisco; and H. B. Eddy, 
Ticket Agent, Sacramento. 





A History of Southern Pacific 


CHAPTER XXV 


Associates Deeply in Debt When Lines 
Meet—Road Heavily Mortgaged and 
Stock Valuable Only for Control 


When the junction of the two roads 
was made and the road in operation, the 
associates had expended all their means, 
all the aids granted, and were more than 
$3,000,000 in debt, for which they were 
personally liable. They had given nearly 
nine years of their time, all their fortune 
and all their credit to the undertaking. 
They had a road to Ogden, which was 
subject to liens securing the government 
and the first mortgage bonds and they 
owed $3,000,000 personally. Representing 
their equity in the road, they held all the 
stock, but the stock then had little mar- 
ket value and could not have been sold 
at that time for one-third enough to dis- 
charge the $3,000,000 of unsecured in- 
debtedness. They had this stock, their 
indomitable will, their credit and their 
faith in ultimate success. Of these assets 
credit alone was available and that alone 
bridged the chasm of bankruptcy ahead 
of them. The world believed them rich 
and they let the world think so. 


Would Have Sold Cheap 


Governor Stanford, testifying before 
the Pacific Railroad Commission, said 
when the roads met at Promontory that 
his own account at the Bank of Califor- 
nia was overdrawn $1,500,000 and that 
he didn’t count the stock of any par- 
ticular value except as giving them con- 
trol of the property at that time. He 
said they would have sold it for 10 cents 
on the dollar. Asked when he changed 
his mind about the value of the stock, 
he answered: “About as soon as I made 
up my mind that we couldn’t sell it. We 
had to stay in and work it out. When 
the road was completed we were all tired 
and exhausted and would have been glad 
to sell out for almost anything.” 


As a matter of fact, two years after 
the driving of the last spike, Charles 
Crocker, whose health had broken down 
and who had been ordered to take a long 
rest, actually sold to his associates all 
his stock for 12 cents on the dollar. This 
was in April, 1871. He sold it, however, 
on credit. His associates: didn’t have the 
money to pay. He left his stock in escrow 
in the Bank of California with instruc- 
tions for its delivery to Huntington and 
the others upon payment by them on the 
agreed basis. Crocker returned two years 
later restored to health and desirous of 
going into business again. He asked for 
his money and was told that they did 
not have it and could not get it. 

In telling about it later, Crocker de- 
scribes the situation in 1873. On making 
demand for his money he was referred 
by Stanford to Huntington. He asked 
Huntington for the money: “Well,” said 

(Advertisement) 


‘the real prize. 


Huntington, “Charlie, we haven’t got it. 
We cannot get it.” “It was right in the 
flurry then of 1873, the Joy Cooke flurry, 
and they could not get the money. I had 
$60,000 in the bank in California. I tried 
to get it here (New York) to buy some 
Wells Fargo & Company’s stock and I 
couldn’t get it. They would not send it 
by’ telegraph because they did not have 
it to spare. So I took back my stock and 
tore up the papers.” 


Crocker on “Leave” 


Huntington, he said, suggested that he 
come back and share equally with them 
in all the projects they had started dur- 
ing his absence. “We will consider,” said 
Huntington, “that you have been on a 
two years’ leave of absence, and then, 
when we want a rest, we will take a 
leave of absence.” 

It is also in the record that a year after 
this the Huntington, Hopkins and 
Crocker stock, giving control of the rail- 
road, was offered to a syndicate headed 
by D. O. Mills at 20 cents on the dollar 
and turned down because the risk was 
too great. 

When they had failed in the early part 
of the enterprise to interest the moneyed 
men of California in their project, the 
Big Four went ahead and did the best 
possible with their own resources. When 
they thought these were exhausted— 
after reaching the California line—and 
they again failed to get the help of out- 
side capital, they renewed demands on 
their own resources and ingenuity and 
completed the road. When the road was 
completed and they found themselves 
deeply in debt, with only a _ heavily- 
mortgaged road and a lot of unsalable 
stock to show for their work and invest- 
ment, they proceeded to make the stock 
valuable by making the railroad pay. 
This presented just as many difficulties 
as the original construction. 


Successful as builders and financiers, 
the associates shot wide of the mark in 
some of their calculations as to the 
source of future profits. When they were 
climbing the Sierra the immediate lure 
was the trade with Nevada. This hope 
proved a good deal of a bubble, which 
was deflated, if not utterly burst, by the 
time the road was open to Truckee. The 
trade of the Salt Lake Valley never came 
up to expectations, although it was this 
that largely prompted the costly haste of 
the last summer of construction. 


These were but incidents, however, to 
From its very inception 
the Pacific Railroad had been heralded 
as a highway for the trade of the Orient, 
which would not, however, be available 
until the last spike had been driven and 
the trains were running through. 


(To be continued in July 20th issue) 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





TRAFFIC WORLD CHANGES 


HE Traffic World this week—the first number in the 

new volume—appears in a new dress, which, we hope, 
alters its appearance for the better. Appearance is not 
everything, to be sure, but it frequently indicates, to some 
extent, what is to be found beneath. At least nothing is 
lost by making appearance more or less attractive, or keep- 
ing it from being unattractive. 

But the changes in The Traffic World are not confined 
to appearance, either outside or inside. Its contents are 
to be enlarged and improved. The magazine is still to be 
especially for the traffic man and no changes in that respect 
will be made, except as we may do more for him and do 
it better. We shall, however, without attempting to cover 
these fields completely or intensively, go more generally into 
commercial aviation, motor vehicle and water transportation, 
material handling and distribution, and passenger transpor- 
tation, endeavoring to keep abreast of developments and 
at all times keeping in mind the special needs and interests 
of our kind of readers. Of course, we have always tried 


to publish what the traffic man might want, but now we 
shall try to give him and others interested in transportation 
an additional something they may not actually need but 
in which they will be interested. 

With respect to material handling equipment our idea 
is that it is not as greatly utilized as it should be and that 
the traffic man should interest himself to a greater extent 
in its possibilities. We shall try to keep him and others 
interested informed as to what may be done in this way 
in the handling of material in transportation. 

No increase in subscription price is being made and we 
hope our readers will appreciate the change by which we 
give them more for their money. 


UTILIZATION OF AIR RIGHTS 


HICAGO’S air is being subdivided now just as the real 

estate men of the city have laid out big subdivisions of 
land, and millions of dollars are represented in the develop- 
ment of air rights for the construction of great buildings 
over the right of way of railroad tracks in the downtown 
district and in some of the territory adjacent to it. 

It is estimated that there are around 200 acres available 
for air right development. On the south side from Van 
Buren Street to Sixteenth Street about 110 acres could be 
used for this purpose, it is said. Over the Illinois Central 
tracks the estimate places the number of acres that could be 
used in this way at 58, and on the west side there are 
around 20 acres, according to engineers who have made a 
study of air rights in Chicago. The estimated value of these 
rights puts about $160,000,000 “‘in the air,” say the experts. 

There is a vast stretch of tracks belonging to the Illinois 
Central running for more than five miles along the lake front 
in the heart of the most valuable real estate section. Just 
north of the Chicago River, less than a mile from the center 
of Chicago’s shopping district, is a long stretch of railroad 
track belonging to the Chicago and Northwestern. Just 
west of the Chicago River, also less than a mile from the 
heart of the city, is another long stretch of tracks belonging 
to various railroads. 

It was in the biggest single air right development in 
Chicago—the $35,000,000 Merchandise Mart, the world’s 
largest business building—that for the first time a subdivi- 
sion was made of both land and air. This was over the 
tracks of the Chicago and Northwestern. There was no 
precedent for the method to be adopted in this subdivision. 
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The purchasers were pioneering in this field. It required 
the combined efforts of lawyers, engineers, surveyors, and 
architects to coin the words and phrases necessary to convey 
to the mind the idea of what was being subdivided and sold. 
The purchaser required certain portions of the ground below 
0-0 city datum to plant caissons and certain portions of 
space to put columns on the caissons between 0-0 datum and 
23 feet above 0-0 to support the building. The air. lot 
begins at 23 feet above datum and covers the entire area 
of the property. By the deed the purchaser obtained a fee 
simple title to the caisson lots—the foundation of the build- 
ing. Nothing can deprive the purchaser of the right to keep 
the caissons in the ground, the steel columns on the caissons, 
and the building in the air. 

Utilization of air rights marks the beginning of a new 
type of development which is destined to add vastly to the 
growth, prestige, and commercial importance of the metrop- 
olis of the central west. 

The construction of commercial buildings over railway 
tracks and yards was unthought of a generation or two ago. 
As late as the beginning of the present century the term 
“air rights” had never been heard of. Even in such con- 
gested centers as New York and Chicago, no railroad had 
ever sought to create a commercial asset out of its unoccu- 
pied air space. 

Today, however, some of the finest hotels and office and 
apartment buildings in New York are above what were 
formerly unsightly railway yards in the vicinity of the 
Grand Central terminal. These include such notable build- 
ings as the Biltmore Hotel, the Roosevelt Hotel, the Graybar 
office building, the Grand Central palace and the New York 
Central office building. In Cleveland, a great $150,000,000 
terminal project involving the development of air rights 
is under way. 

In Chicago the field is extensive, but scarcely touched 
as yet. Only two air-rights developments have been per- 
fected there so far, the site of the new building of the 
Chicago Daily News and that of the Merchandise Mart. 
The Daily News structure, on the west bank of the Chicago 
River at Madison Street; is completed, while the Merchandise 
Mart, which will house 2,000 manufacturers, wholesalers, 
and importers, will be ready for occupancy next May. Both 
buildings are on the Chicago River with tracks underneath. 
Under the Merchandise Mart, the Chicago and Northwestern 
will have an immense incoming and outgoing freight station, 
bringing the merchandise of the world right into the Mart 
Building. Both structures utilized the air rights over the 
Chicago and Northwestern tracks. Another project to use 
extensive air rights is the proposed Crane Tower, which 
will use these rights over the Illinois Central on Randolph 
Street facing Grant Park. 

Many legal complications had to be cleared beforé the 
first development of air rights was completed. For instance, 
all railroads have mortgages covering their tracks and other 
Property, running into hundreds of millions of dollars. No 
one would purchase air rights and foundation rights and 
invest large sums of money in erecting a building on these 
air rights unless he could first obtain a title to his foundation 
and air clear of the railroad mortgages. From all the legal 
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precedents the pioneers in air rights had to guide them, it 
was found that “air is not capable of absolute ownership.” 
But, if a conveyance of air rights is connected with the use 
and ownership of the tangible earth, it will pass a good title 
to the air. 

To facilitate the purchase of air rights and foundation 
rights and clearly to define the property to be released from 
the railroad mortgages, it was deemed feasible to subdivide 
the land of the railroad both vertically and horizontally and | 
to create a plat and lots easily described and located and 
capable of conveyance by lot numbers and reference to a 
recorded plat. The pioneers had to be careful to insure their 
legal rights. The use of the word “air” by itself was feared, 
so the phrase ‘‘land property and space” was utilized in the 
deed. 

The intensive commercial development of air rights over 
railway terminals and yards has the distinct advantage of 
involving property that for the most part is singly owned. 
Because of this single ownership, the development of the 
entire area can be restricted and regulated to insure the 
best possible results with reference to width of streets, size 
of blocks, type and character of buildings, uniformity of 
architecture, desirability of tenants, and so on. 

Any air-rights development involves numerous and com- 
plex engineering problems. Special and costly foundations 
must be laid so as to carry the enormous weight of the 
superstructures in such a manner as to prevent vibration 
due to train operacions. The columns that support the heavy 
superstructures must occupy the narrow spaces between the 
railway tracks so as not to interfere with railway operations. 
This can be accomplished only through the use of heavy 
steel girders resting on deep-set foundations of steel. 

But the Merchandise Mart is much more than a big 
building project and the utilization of air rights. It means 
an economy and efficiency in distribution. It represents 
a culminating point in the effort to eliminate the excessive 
cost of taking merchandise to the merchant instead of the 
economical method of having merchants come to the mer- 
chandise and the waste of the merchant’s time after he 
comes to the market by enabling him to do all his buying 
under one roof. 


COMMISSION PRACTITIONERS 


Commission officers handling the applications of those de- 
siring to be registered to practice before the Commission have 
become unfavorably impressed with what they think is the in- 
competence, casualness, and carelessness of some of those who 
have asked to be registered. Some of the papers sent in have 
raised the question as to whether those who have prepared them 
realize that the Commission must rely in a measure on them 
in reaching a conclusion as to the fitness of applicants. Some 
of them have omitted names from the jurat, some have failed 
to give the address of the applicant and many have failed to 
give anything to indicate that they have any qualifications by 
way of knowledge of the law or traffic matters enabling them 
to give advice or to throw any light on the subjects covered by 
the most ordinary questions coming before the Commission. 

The intimation is strong that unless applicants show more 
care in the preparation of their papers, their applications will 
be rejected without any effort on the part of the Commission 
officers to obtain the missing data. 

The Commission, July 3, issued an additional list of names 
of those admitted to practice before it in connection with the 
establishment of a Commission bar. The list follows: 

Homer J. Conley, Fort Smith, Ark.; Charles M. Spence, 
Dallas, Tex.; Calvin B. Garwood, Houston, Tex.; Clyde Edward 
Larish, Chicago, Ill.; Charles Ervin, New York, N. Y.; Harry R. 
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Jones, Houston, Tex.; U. S. Pawkett, San Antonio, Tex.; Cleve- 
land A. Newton, St. Louis, Mo.; G. G. Tomlinson, New Orleans, 
La.; Grady Bascomb Ross, Galveston, Tex.; Marshall Warren 
Martin, Little Rock, Ark.; John Joshua Seid, San Francisco, 
Calif.; George M. Cummins, Davenport, Ia.; W. H. T. Loyall, 
Norfolk, Va.; James F. Lawrence, Tulsa, Okla.; C. K. Bullard, 
Dallas, Tex.; V. T. Zwinak, Tuscaloosa, Ala.; Clarence A. Han- 
son, Waterloo, Ia.; Edward P. Smith, Omaha, Neb.; U. Grant 
Powell, Lincoln, Neb.; H. C. Phillips, Keokuk, Ia.; H. J. Wag- 
ner, Norfolk, Va.; Ivan Bowen, Minneapolis, Minn.; Lee R. 
Cowles, Kansas City, Mo.; Hal H. Smith, Detroit, Mich.; Ralph 
D. Pearce, Tulsa, Okla.; Ralph G. Hyett, Houston, Tex.; Leonard 
Dawson Adkins, New York, N. Y.; Maurice Thompson Moore, 
‘New York, N. Y.; Jesse C. Millard, New York, N. Y.; Carl A. 
deGersdorff, New York, N. Y.; Paul D. Cravath, New York, N. 
Y.; H. Struve Hensel, New York, N. Y.; Chester A. McLain, 
New York, N. Y.; Frederick H. Wood, New York, N. Y.; Douglas 
M. Moffat, New York, N. Y.; Robert T. Swaine, New "York, N. 
Y.; Forrest B. McElroy, Chicago, Ill.; George O. Nickel, Sa- 
pulpa, Okla.; Sam Boykin Short, North Baton Rouge, La.; 8S. C. 
Griffin, Galveston, Tex.; Francis M. Benjamin, Cleveland, Os 
L. E. Muntwyler, Chicago, Ill.; Oscar Vaughn Morris, Ft. Worth, 
Tex.; Ed. P. Byars, Ft. Worth, Tex.; Charles A. Halpin, New 
York, N. Y.; Henry Clay Eargle, Beaumont, Tex.; Slaughter 
Linthicum, Atlanta, Ga.; J. D. Hughett, Orange, Tex.; J. R. 
Davis, Houston, Tex.; James P. Haynes, Chicago, Ill.; C. E. 
Hochstedler, Chicago, Ill.; Raphael Blank, Brooklyn, N. Y.; 
Roland F. Maroney, Denver, Colo.; Albert E. Miller, Marquette, 
Mich.; L. M. Shepardson, Waco, Tex.; Harry M. Wade, San 
Francisco, Calif.; Robert Brennan, Los Angeles, Calif.; Thomas 
H. Allison, New York, N. Y.; J. H. Tallichet, Houston, Tex.; 
Philip Chipman, Portland, Ore.; William N. Gates, Cleveland, 
O.; Frederic Wm. Rice, Galesburg, Ill.; David J. Reinhardt, Jr., 
Wilmington, Del.; Robert L. Hall, Jr., San Francisco, Calif.; 

Thomas L. Preston, Richmond, Va.; Charles J. Browne, New 
York, N. Y.; Cedric A. Major, New York, N. Y.; C. Huffman 
Lewis, Shreveport, La.; George B. Cromwell, New York, N. Y.; 
William F. Brooks, Los Angeles, Calif.; F. M. Angellotti, San 
Francisco, Calif.; Charles W. Dooling, San Francisco, Calif.; 
Arthur S. Hutchinson, San Francisco, Calif.; Edwin A. Hod- 
kinson, New York, N. Y.; Edward E. Bennett, Los Angeles, 
Calif.; Frank B. Warren, Carson City, Nev.; R. W. J. Flynn, 
New Orleans, La.; Henley C. Booth, San Francisco, Calif.; 
Merrill Shepard, St. Paul, Minn.; A. F. Winn, Tulsa, Okla.; 
David H. Leake, Richmond, Va.; Henry G. Fitzpatrick, Rich- 
mond, Va.; Robt. B. Tunstall, Richmond, Va.; John S. Fletcher, 
Chattanooga, Tenn.; James A. Little, Lincoln, Neb.; David L. 
Davies, Portland, Ore.; F. R. Dalzell, Houston, Tex.; Morris 
Prince, Greensboro, N. C.; Sherlock, Bronson, Richmond, Va.; 
Oscar F. Lovenberg, New York, N. Y.; Dick T. Lawrence, New 
York, N. Y.; Charles Donley, Pittsburgh, Pa.; Alfred R. Yar- 
borough, Washington, D. C.; Leo P. Day, Chicago, Ill.; Robert 
W. Fyfe, Chicago, Ill.; Charles P. Reynolds, Washington, D. C.; 
John D. Battle, Washington, D. C.; George A. Duffy, Phila- 
delphia, Pa.; J. W. Goodman, Chicago, Ill.; Guy Van Scoyoc 
Shoup, San Francisco, Calif.; E. T. Lucey, Los Angeles, Calif.; 
J. W. Chancellor, Bowie, Tex.; C. B. Cochran, Oklahoma City, 
Okla.; Platt Kent, San Francisco, Calif.; Daniel L. Kelly, Pierre, 
S. D.; Charles A. Hart, Portland, Ore.; M. R. Beaman, Phila- 
delphia, Pa.; Edward C. Bailly, New York, N. Y.; A. E. Beck, 
Baltimore, Md.; Willis Thompson Pierson, New York, N. Y.; 
Marion B. Pierce, New York, N. Y.; Chester F. Leonard, New 
York, N. Y.; Herbert A. Taylor, New York, N. Y.; Roy S 
Myers, San Francisco, Calif.; Albert L. Whittle, San Francisco, 
Calif.; C. W.-Durbrow, San Francisco, Calif.; Evan John Foulds, 
San Francisco, Calif.; A. Burton Mason, San Francisco, Calif.; 
William Meinhold, San Francisco, Calif.; Will Shafroth, Den- 
ver, Colo.; Frank H. Baer, Cleveland, O.; James V. McMahon, 
Youngstown, O.; John M. Park, Boston, Mass.; Raynard F. 
Bohman, Boston, Mass.; Frank C. Taylor, New York, N. Y.; 
gee R. Lowry, Richmond, Va.; John J. Campion, New York, 


REVENUE FREIGHT LOADING 


In the first twenty-five weeks of 1929 the railroads loaded 
more revenue freight than in any corresponding period in their 
history, according to the car service division of the American 
Railway Association. 

The total was 24,501,214 cars. Though the year 1926 holds 
the record thus far for total annual loading of revenue freight, 
loading in the first twenty-five weeks of that year amounted 
to 24,267,591 cars, which was exceeded in the corresponding 
period of 1927 when the total was 24,499,602 cars. In the first 
twenty-five weeks of 1928 the total was 23,458,074 cars. 

Revenue freight loading the week ended June 22 totaled 
1,069,046 cars, as compared with 1,069,089 cars the preceding 
week, and 987,360 and 1,018,060 cars in the corresponding peri- 
ods of 1928 and 1927, respectively. 
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In the week ended June 22 increases were reported in the 
loading of grain and grain products, forest products, ore, and 
miscellaneous freight, and slight decreases were reported in the 
loading of live stock, coal, coke, and merchandise, L. C. L., as 
compared with the preceding week. 

Revenue freight loading by districts the week ended June 
ye Rema for the corresponding period of 1928 was reported as 
follows: 


Eastern district: Grain and grain products, 6,034 and 5,331; live 
stock, 1,861 and 2,146; coal, 39,278 and 35,769; ‘coke, 2,831 and 1,905; 
forest products, 4,524 and "4,87 76; ore, 6,846 and 5,231; merchandise, 

4,7 758 a d 70,333; miscellaneous, 112,405 ‘and. 100,323; total, 
1929, "245, 537; 1928, 726, 914; 1927, 235, 

’Alleghen: district: Grain ‘aa grain products, 2,671 and 2,606; 
live stock, 1,516 and 1,818; coal, 39°56 560 ons 35, 516; coke, 5,806 and 
5,205; forest Broducts, 3,549 and 3,40 7; ore, 15, 720 ‘and 12, 515; mer- 
chandise L. 55, 696 and 55, 006; miscellaneous, 99,228 and "88, 492; 
total 1939, 233, 146: 1928, 204,565; 1937, 209,766. 

Pocahontas district: Grain and grain products, 227 and 161; live 
stock, 129 and 128; coal, 41,985 and 37,280; coke, 413 and 322; forest 
products, 1,882 and a 1,820; ; ore, 81 and 128; merchandise, L. 

and 7,406; miscellaneous, 6,182 and 5,817; total, ‘{o29; 58, 029" 
1928, 53,062; 1927, 59,806. 

Southern district: Grain and grain products, 4,295 and 3,238; live 
stock, 1,661 and 1,837; coal, 20,667 and 20,996; coke, "480 - 443; forest 
products 21,189 and 20, 200: ore, 1,307 and 991; merchandi c. 
39,282 and 39, 400; miscellaneous, 53, 752 and 53, 522; total, 1939 142, 633: 
1928, 140,627; 1927, 146,756. 

orthwestern district: Grain and grain Waa eae 11,090 and 8,278; 
live stock, 6,615 and 7,114; coal, 3,873 and 3,724; coke, 1, "933 and . nat: 
forest products, 19,312 and 17, 7187; ore, 46, 919 and 42,540; merchandise, 
as 33,630 0 and 33,420; miscellaneous, 48,299 ‘and 43,177; total, 
1929, i 671; 1928, 157, 151; 1927 161,975. 

Central ‘Western district: Grain and oe oe 14, = and 
9,135; live stock, 8,903 and 8,934; coal, 8,130 and 7,989; coke, 290 and 
304; forest products, 12,282 and i2, 321; ore, 3,963 and d 3,690; merchan- 

Cc. 4,981 and 34,663; miscellaneous, 63,180 and 57,448; 
total To20. 46, bad, 1928, 134, tye 1927, 137,059 

Southwestern district: Grain and grain products, 6,473 and Py 72H 
live stock, 2,662 and 2,403; coal, 3,519 and a coke, 142 and yt 
i products, 8,134 and’ 6,901; ore, 597 and 430; te RK, 

Cc. 499 and 16,238; miscellaneous, 42,955 and 37, 217; total, tog, 
80, oui’ 1528, 71,557; 1927, 66,927. 

Total, all roads: Grain and grain products, 45,310 and 33,397; 
live stock, 23,347 and 24,380; onal, ve 2 and 144 887; — 11,895 
and 9,397; forest products, | 70, 872 and 67, 312; ore, 75,433 and 65, 525; 
merchandise, c. 259,176 and 256,466; miscellaneous, 426,001 "and 
385,996; total, Yo28, Lots" ite "Tone, 987, 360; 1927, 1,018,060. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 


1929 1928 1927 

Four weeks in January............e0- 3,570,978 3,448,895 3,756,660 
Four weeks in February.............. 3,767,758 3,590,742 3,801,918 
PAS Wes Ie: DRAFTER. «2 co cccvccccvecos 4,807,944 4,752,559 4,982,547 
ee We Ot BRET, on ccc icccccccces 3,983,978 3,740,307 3,875,589 
WOUr WOES. Ih MARY... oo. ccccccccccccess 4,205,709 4,005,155 4,108,472 
GOR DUD. Bi ccc cseccscccceees 971,920 934,673 911,510 
Week Onded June 8....ccccccrcyscves 1,054,792 995,570 1,028,367 
Welk OndGed June 15... 0c deTivcseccccs 1,069,089 1,002,813 1,016,479 
Week ended June 88......cccccsicvoecs 1,069,046 987,360 1, ‘018, 060 

ME. .:cebarseGesseesersaasweesa 24,501,214 23,458,074 24,499,602 


TRANSPORT CONVENTION AT MEXICO CITY 


A national transport convention sponsored by the Mexican 
Confederation of Chambers of Commerce will be held at Mexico 
City from August 5 to 8, the Department of Commerce learns 
from Assistant Commercial Attache Albert F. Nufer, Mexico 
City. 

The object of the convention is to study the various prob- 
lems confronting the rail and water transportation in the re- 
public from an economic, legal and efficiency point of view and 
to adopt such resolutions as will redound to the general benefit 
of national activities. 

A detailed study will be presented to show to what. extent 
the various regions in Mexico have suffered or benefited by the 
increase in land and water rates in the last fifteen years. 

An analysis will be made to show what consequences 2 
reduction in the freight tariff covering certain commodities, 
the production, manufactture or sale of which is susceptible to 
increase, will have on the various parts of the country. 

An- tion of the existing deficiencies in the national 
transport system with special reference to time tables, connec- 
tions, rapidity of service, scarcity of rolling stock, special equip- 
ment, stations, warehouses, etc., will be made. 

An examination of the existing laws and regulations govern- 
ing the railroads and the merchant marine, in order to ascertain 
the extent of their influence toward handicapping the expansion 
of commercial, agricultural and mining activities and a study 
of the obstacles that exist against a downward revision the 
freight tariff will be made. 


FINAL VALUATIONS 


Valuation No. 927, Miami Mineral Belt, opinion No. B-728, I. C. 
bs Rep. 25, 142-64, final value for rate- -making purposes of the 

HY ett owned and used for common carrier purposes found to be 
$321 925 and of property used but not owned $115,800, as of June 30, 


"Yatuation No. 466, Detroit & Toledo Shore Line Railroad Co., opin- 
ion No. B-733, 25 Val. Rep., 355-96, final value for rate making pur- 


poses of property owned and used for on-carrie ~ 
to be $2,960, perty comm t purposes found 


as of June 30, 1917, 
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Current Topics in 
Washington 





The grain tariff filed by E. T. Jones, 
supplement No. 22, to his I. C. C. No. 2046 
(see Traffic World, June 15, p. 1444) puzzled 
only the Commission men into whose hands 
it fell. No grain men, however, seemed to 
have had any curiosity stirred in their 
breasts by it. That is to say, not one grain man made an inquiry 
about it, at least not prior to July 1. When the supplement 
came under the eyes of the Commission men dealing with grain 
tariffs, they sniffed and suggested that there would be great 
doings on account of it. They saw that it appeared violently 
to flout the fourth section and without any suggested cause for 
the disregard of law. 

Under the rules of the Commission. protests or inquiries 
about new tariffs must be in hand ten days before their effective 
dates. The thought was that indignant grain men, by July 1, 
would pile protests on the Commission’s desk in great volume. 
But that day arrived and departed without one protest against 
what Mr. Jones had done. Failure of protest or even inquiry 
suggested two things. The first was that not one grain dealer 
in the ninety-odd places in Illinois that would get an increase 
in rates on wheat and wheat flour had seen the tariff, or notice 
of it resulting from the apprehension on the subject among the 
Commission men. The second was that not one grain dealer 
or miller in the affected Illinois communities had a bushel of 
grain or a barrel of flour to sell for export. 

Usually, a proposal to change a grain rate is regarded as 
akin to the poking of a beehive or a hornet’s nest. Wherefore, 
there is wonder among the Commission men as to the true 
explanation of the seeming indifference to the proposal made 
by Jones and the carriers for whom he is the tariff publishing 
agent. 

In connection with the wonder about the Jones’ tariff, it may 
be said that cursory examination of the carloading figures pub- 
lished since the reduced rates on wheat and wheat flour went 
into effect have not indicated that the reduction caused any 
stimulation of the grain and flour trade. In one of the carload- 
ing reports it was noted that there was an increase of about 500 
cars in one week in the flour and grain movement from Buffalo. 
Yet those who appeared in advocacy of the move suggested .by 
President Hoover, through Secretary Hyde, declared that lower 
rates would cause wheat and flour to move out of the congested 
milling and elevator storage points in considerable volume, 
even if the Canadian railroads made like reductions to neutral- 
ize the American cuts. As a move for the relief of the farmer, 
it has been suggested, it helped the paper hangers. It may 
have given them cheaper flour for the making of their paste, 
only the reductions did not come in time for the heavy spring 
papering mania of the housewife. 


Grain Rates 
Puzzle Only 
Commission Men 





In the fiscal year just closed, Andrew 
W. Mellon cut down the national debt by 
about $673,000,000. While he is a thrifty 
Scot, he is willing to state his accomplish- 
ments in round figures, that can be remem- 
bered, instead of cluttering up his state- 
ments with odd hundreds of thousands of dollars and cents. In 
a statement about the matter made by the publicity branch of 
the Treasury, it was declared that, as a result of the Mellon 
operations, the public debt, for the first time since the World 
War, had fallen below $17,000,000,000. When the country went 
into the war it had no public debt that anyone could recall easily. 
But in the war enthusiasm, patriots in office practically stood 
their fellow citizens on their heads to empty their pockets. In 
addition, by duplicating every part of the executive branch of 
the government, they ran the country into what looked like 
a sad load for the land to carry. Mellon may not have done all 
the things necessary to put the finances of the country on the 
sound basis they have held since he came into office, but there 
are many who know so little about finance that they are forced 
to give him credit for wonderful accomplishments and to com- 
pare him with Alexander Hamilton, whose largest work was 
accomplished when he persuaded the states to consolidate their 
debts and make the total the obligation of the new government. 
Thereby, citizens who held the practically worthless paper is- 
sued to carry on the war with England obtained an interest in 


Mellon Continues 
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the stabilization of the new national organization. Albert Gal- 
latin, the financier of the Jeffersonians, in the eyes of many, is 
entitled to almost as much credit as Hamilton, the financier 
of the federalists, by standing for what his predecessor had 
done. Thereby, perhaps unconsciously, he worked against the 
disunion elements among his own political associates. At any 
rate, the West Indian and the Swiss financiers built the founda- 
tions on which Mellon, according to the popular estimate, has 
done brilliant preservative work. 

In only one respect is Mellon’s record not as good in the 
fiscal year just ended as in 1928. The surplus is only $185,000,- 
000. Last year it was $398,000,000. This year Mellon has in 
his till only about $1.54 for each of the 120,000,000 citizens of 
the United States, while last year he had more than twice that 
amount. Of course, some person may suggest that Mellon had 
nothing to do with the laying of taxes or the spending thereof. 
However, that’s no excuse. He is the man the country has hired 
to perform feats of the hand that defeat the cunning eye. An 
impecunious man once said to a young lawyer friend that he in- 
tended to pay him a fee of $500 a week to do all his worrying 
for him. The young limb o’ the law thought that fine. 

“But where are you going to get the $500?” he demanded. 

“Oh, that’s the first of the worries of which you are to 
relieve me,” retorted the impecunious one. 





A project for the improvement of har- 
bor administration, according to a re- 
port to the Department of Commerce, 
has been formulated by the Chinese cab- 
inet. A national harbor administration committee is to be cre- 
ated. It is to be composed of the ministers of communications, 
finances, navy, railways, industry, commerce and labor, foreign 
affairs, interior and public health, with the Minister of Communi- 
cations as chairman. The new organization is to take thought 
on how things are to be improved. That means, if it means 
anything, the improvement of harbors as harbors. That means 
appropriations for rivers and harbors. When China reaches 
that stage of enlightenment it will be entitled, as the United 
States has contended, for about a year and a half, to full recog- 
nition in the family of nations. Pretty soon there will be rivers 
and harbors bills. Then John Chinaman will learn to tuck his 
shirt into his trousers. What more, it might be asked, would 
be asked to make him the equivalent of western men? When he 
cut off his queue, he thumbed his nose at his Manchu conquer- 
ors, who made him wear the pig tail. Western men, about 150 
years ago, were ashamed to be seen without some suggestion of 
a pig tail, even if it was artificial. Perhaps, when the Chinese 
reach the river and harbor bill stage of enlightenment, Spanish 
bull fighters will finally turn thumbs down on the pig tail. 


China Really 
Getting Modernized 





By giving out in advance of filing, copies of 
its plant for more systems in the east than 
suggested by its competitors, the Wabash 
showed consideration for the public. The 
newspaper correspondents, by having re- 
ceived copies in advance, were able to study 
the thing long enough to be reasonably certain they understood 
what the Wabash was proposing. It may be respectful to the 
Commission for the makers of plans for unifications to withhold 
from the newspaper men copies of the plan until after the Com- 
mission has made it public, but it is not respectful to the pub- 
lic. The public has no way to learn within a reasonable time of 
what is proposed, except through newspapers or newspaper 
methods of distributing information. It is true that that part of 
the public with a direct interest may be able to obtain infor- 
mation by mail, but nothing is done in the United Stats on that 
basis. When a unification plan is handled on the basis of forc- 
ing information about the plan to be obtained from the one 
copy the Commission makes public, there is confusion and heart- 
burning. One copy of a plan to be shared by fifteen or twenty 
newspaper correspondents, each working under a pressure that 
requires each to consider each second, means that the chances 
of error are multiplied many-fold. The mere fact that the 
Wabash plan may be a revision of the old Gould plan is not suf- 
ficient knowledge for a newspaper correspondent to send to the 
newspapers. The Gould plan went smash more than twenty 
years ago and there are several millions of Americans who can 
not recall that there ever was such a plan. Other millions may 
recall that there was such a plan, but as for remembering what 
it may have been, that is too much to expect of human beings. 
Therefore, even if the plan might adequately be described as the 
Gould plan, the fact that the Wabash made arrangements for 
expediting information concerning it may be taken as a desire 
to show respect to the public. The public pays for all the work 
that is being done or that may be done as a result of the sub- 
mission of that and other plans. Therefore, telling the public 
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about it by means of the precautions taken in this matter has a 
pleasing look. 





About 700 men and one woman have been 
Much Light for registered as members of the Commission’s 
the Commission bar. If plans of the railroads, shippers, and 

shipper organizations are carried out, there 
will probably be a register containing something like 5,000 
names. The plans call for the registration by the railroads, 
shippers, and shipper organization of practically every man and 
woman really able to help ‘the Commission in reaching proper 
conclusions on the questions presented to it. The questions are 
so many that no railroad, not even a small one, can afford to 
run the risk of having only one man on its staff qualified to 
appear before the Commission, lest there come a time when it 
will be necessary to have two cases on hearing or argument on 
the same day with only one qualified practitioner on the pay 
roll. To be sure, the Commission could provide a rule permit- 
ting a man to appear pro hac vice. That however, would re- 
quire more work than having all eligibles registered so as to 
make unnecessary the designation of a particular man for a 
particular case, though not registered as a practitioner. 

Near the end of June applications for registration before 
July 1 came in by every known method of transmission, includ- 
ing the telegraph. That rush caused the Commission to postpone 
the effective date of its order establishing a bar, from July 1 
to September 1. (See Thaffic World June 29, p. 1594). It is 
doubtful whether by the beginning of September all the quali- 
fied ones will be registered. However, that is nothing worth 
worrying about now.—A. E. H. 


LOW STEEL PROPORTIONALS 


The Commission’s board of suspension, and division 2 of 
the regulating body are pondering over the lowest proportional 
rates they have ever seen, with a view to determining whether 
they should or should not be suspended. Jones’ I. C. C. 2185, 
and Pennsylvania railroad I. C. C. 124, are the ones that propose 
the amazingly low proportional of half a cent per 100 pounds 
or 10 cents per net ton on iron and steel articles from Pitts- 
burgh, Pa., to McKeesport, Pa., for application on traffic going 
from Pittsburgh to southwestern territory via the north Atlantic 
ports. The tariffs are dated to become effective July 10 and 
expire, by limitation, on October 7. By that time the carriers 
believe the Commission will be able to decide the question of 
non-concurrence rates. 


(Pittsburgh and McKeesport are used only for illustrative 
purposes. Low proportionals are published from practically all 
steel producing points in eastern Ohio, northern West Virginia, 
western Pennsylvania and western New York to McKeesport, 
Bessemer, Pa., Depew, New York, and other points in western 
termini of eastern trunk line territory, applicable on the traffic 
described in the illustration to southwestern territory. For 
further illustration, points in the Youngstown, O., group are 
given a proportional of 3.5 cents to McKeesport and the Cleve- 
land group a rate of 6 cents to that suburb of Pittsburgh. 

An explanation that does not fully explain has been sent 
to the Commission by E. T. Jones in behalf of the Central 
Freight Association. 

“These rates are intended,” says the Jones explanation, “to 
provide an adjustment of rates on iron and steel, made necessary 
by a reduction of the rates from McKeesport, effective February 
21, 1928. Prior to that date the rates from the Youngstown 
group, for example, were on the basis of 3.5 cents over McKees- 
port. . . The publication of a nominal proportional rate from 
Buffalo, Pittsburgh, etc., rather than the establishment of the 
flat McKeesport rate from those points was due solely to tariff 
conditions.” 

Sedgman tariffs, I. C. C. Nos. 199 and 200, furnish the key 
to the mystery. They are of the non-concurrence type against 
which the Commission inveighed in its report in the Consol- 
idated Southwestern Cases. One of those tariffs publishes a 
rate of 74 cents on wrought pipe from McKeesport, to Dallas, 
Tex. It says that the steamship lines carrying the traffic from 
the north Atlantic ports and their connections will absorb the 
local rate from point of origin to the port. 

Under that tariff the shipper at McKeesport gets his ship- 
ment of pipe from his factory to the port without expense to 
himself, the parties to the Sedgman tariffs paying the 34-cent 
rate to New York. They retain 40 cents for their service of 
carrying the pipe by water to a gulf port and into the interior. 

For reasons known only to the parties to the Sedgman 
tariffs that 74-cent rate, equally low on other articles in the 
iron and steel list, is not made to apply from Pittsburgh, 
Youngstown, Buffalo, Cleveland, Wheeling and other prominent 
points in the middle iron and steel making district. Therefore, 
shippers at the points not named, on their traffic to the south- 
west, pay the 74-cent rate plus their local rates to McKeesport, 
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Bessemer, Depew and other favored points. In the case of 
Youngstown, the local rate to Bessemer is 11 cents. The com- 
bination of the Sedgman rate and the local rate from MeKees- 
port, therefore, is 85 cents. 

The reason for the obviously low proportional rate of 10 
cents per net ton from Pittsburgh to McKeesport is made clear 
when it is recalled that the local rate from Pittsburgh to New 
York is 34 cents, the same as from McKeesport. Under the 
proposed adjustment, the Pittsburgh shipper would pay 74.5 
cents to get to Dallas with his wrought pipe. 

In every instance under the proposed adjustment the rail- 
road serving the affected steel territory would get the whole 
of its local rate or more. Inasmuch as the local rate from 
Pittsburgh is the same as the local from McKeesport and 
Bessemer, the nominal rate of half a cent per 100 pounds from 
Pittsburgh to Bessemer obviously makes the combination half 
a cent more than the local rates from these points. Inasmuch 
as the railroads are not permitted to haul freight’ free, they 
had to make a technical compliance with the law by publishing 
the 10-cent per net ton rate. 

Protests and requests for suspension of these rates have 
been made by the Chicago Association of Commerce in behalf 
of the Acme Steel Co., Clayton Mark & Co., Inland Steel Co., 
and the Interstate Iron and Steel Co. The Bethlehem Steel 
Corporation has protested on its own behalf, on the ground that 
the rates will tend to give the interior steel mills an adjustment 
depriving the eastern mills of the advantage of their location 
near the ocean. The Chicago protestants allege that the pro- 
posed proportionals are unreasonably low and in most instances 
will fall far short of paying the actual out-of-pocket cost of the 
service involved, thus placing an undue burden on other traffic. 

“The respondent carriers doubtless expect to overcome this 
revenue loss by the pooling of the earnings up to the Atlantic 
ports and apportioning such total earnings on an agreed basis 
in direct violation of section 5 and section 6 (7),” says the 
Chicago protest. 

The Chicago mills ship into the southwest on all-rail rates. 
The new rates increase the territory from which competitive 
traffic may come on the low rates published by the ocean car- 
riers and their southwestern connections in which the railroads 
serving the Pennsylvania, New York, Ohio and West Virginia 
mill points do not concur. The ocean-and-rail lines absorb the 
charges of the non-concurring railroads. 


SUSPENDED TARIFFS 


In I. and S. No. 3321, the Commission has suspended from 
July 5 until February 5 schedules in supplement No. 12 to B. T. 
Jones’ I. C. C. No. 2000, supplement No. 21 to B. T. Jones’ I. C. C. 
No. 2046 and supplement No. 8 to Missouri Pacific I. C. C. No. 
A-7390. The susperided schedules propose to increase the pro- 
portional rates on grain and grain products, carloads, from St. 
Louis, Mo., to central and eastern points by approximately 2 
cents per 100 pounds on grain originating at western points and 
transited at St. Louis. 

In I. and S. No. 3322, the Commission has suspended from 
July 5 until February 5 schedules in supplement No. 33 to C. 
M. St. P. & P. tariff, I. C. C. No. B-5273. The suspended sched- 
ules propose restrictions in connection with distance class rates 
between interior lowa points, on the one hand, and Carbon 
Cliff, East Moline, Moline and Rock Island, Ill, on the other, 
which would make such rates inapplicable as factors in con- 
structing combination rates. 

In I. and S. No. 3319, the Commission has suspended from 
July i, until February 1, schedules in supplement No. 18 to 
Jones’ I. C. C. No. 2129, supplement 86 to Pennsylvania G. O. 
I. C. C. 14370, and various other tariffs and supplements issued 
by agents and individual lines. The suspended schedules pro- 
pose to cancel the present provision for actual weight to apply 
as minimum on cars of grain products loaded to full space 
capacity, and to apply 40,000 pounds as a minimum on all 
carload shipments, thereby resulting in increased charges on 
certain articles. 

In I. and S. No. 3320, the Commission has suspended from 
July 1, until February 1, schedules in supplements Nos. 35 
and 37 to B. & O. I. C. C. No. 21250, supplement No. 88 to 
Pennsylvania G. O. I. C. C. 14370, and supplement No. 18 to 
Jones’ I. C. C. No. 2129. The suspended schedules propose to 
change the basis for computing rates on paving and roofing 
pitch and tar and refined coal and oil tar, carloads, in central 
territory. The present basis is seventy per cent of sixth class 
and the proposed basis eighty per cent of sixth class. 


WESTERN PACIFIC TAX REFUND 
Over-assessments of income taxes and interest in favor of 
the Western Pacific Railroad Corporation of New York, N. Y., 
have been announced as follows by the Bureau of Internal Rev- 
enue: 1919, $41,813.26; 1920, $21,132.32, and 1921, $49,996.16. 
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Decisions of Interstate Commerce Commission 





GERMAN ANTHRACITE RATE 


A rate on anthracite coal that yields more than $55 a car 
for a seven-mile haul, in the opinion of the Commission, by divi- 
sion 2, is excessive. Therefore, in a report written by Com- 
missioner Brainerd, in No. 20456, Christian Feigenspan, a cor- 
poration, vs. Central of New Jersey, and a sub-number, Same 
vs. Same, the division has condemned as unreasonable an inter- 
state rate of $1.39, collected on some 1,500 carloads of German 
anthracite coal and briquettes (ovoids) unloaded from vessels 
into cars at piers in Jersey City, N. J., and shipped to Newark 
and Port Newark, N. J., and awarded reparation. 

The coal and ovoids were imported from Germany to meet 
the emergency caused by the anthracite strike in the winter 
of 1925-6. All the arrangements for getting the coal from Rot- 
terdam, Holland, to the New Jersey points were made by the 
complainant, according to the report. Application was made 
coincidentally for a lower rate to cover the fuel that was com- 
ing in ten cargo ships. Mr. Brainerd said that recovery on 
briquettes delivered or tendered for delivery prior to April 5, 
1926, was barred by the statute of limitations. 

At the trial, the report said, the defendant contended that 
the foreign commerce character of the fuel ended at its piers 
at Jersey City and that therefore the jurisdiction of the Com- 
mission did not attach. The Commission overruled that point. 
Commissioner Brainerd declined to discuss the large number 
of cases he said had been cited on the point as to whether a 
given traffic was or was not in interstate or foreign commerce, 
contenting himself with the declaration that the point was to 
be determined by the essential character of the commerce, which 
was a weighing of the whole group of facts in respect of the 
transactions. He cited Chicago, Milwaukee & St. Paul vs. Iowa, 
233 U. S. 334, and A. C. L. vs. Standard Oil Co., 275 U. S. 257, 
in support of his proposition. 

In connection with his hunt for what would be a reasonable 
rate for such a movement, Mr. Brainerd found that there was 
a steady movement of foreign coals into the New England ports 
and that considerably lower rates were in effect on such coals 
in New England than was imposed on the movement in ques- 
tion. Upon the evidence, he said, the Commission concluded 
and found that a rate of 85 cents per gross or long ton would 
have been reasonable for the service performed. 

Reparation was awarded to that basis and the complainant 
told to prepare Rule V statements showing the traffic moved. 


MEAT BETWEEN S&. W. AND W. T. L. 


In a report written by Commissioner McManamy in I. and S. 
No. 2595, meats and packing-house products to, from and be- 
tween southwestern and western trunk line points, and a large 
number of cases joined with it, on reconsideration, the Com- 
mission has modified its prior reports, 136 I. C. C. 651; 147 I. C. 
C. 330, and 148 I. C. C. 515, so as to allow the compromise agreed 
upon between the carriers and the shippers to be put into effect, 
with a modification intended to eliminate fourth section de- 
partures which otherwise would be forced into the adjustment. 

This case resulted from the attempt of the carriers to com- 
ply with the prior reports, 147 I. C. C. 330, and 148 ‘1. C. C. 515. 
In those reports the Commission found not justified proposed 
rates on fresh meats and on packing-house products, including 
lard substitutes and vegetable cooking oils, in straight and mixed 
carloads between points in southwestern territory, from points 
in that territory to Kansas City, Mo., Chicago, Ill., St. Louis and 
Mississippi crossings south thereof, and points basing thereon, 
and from points in western trunk line territory to destinations 
in the southwest. The Commission found the rates not justi- 
fied without prejudice to the filing of new ones in conformity 
with the views expressed in the reports. 

Schedules in purported compliance were suspended February 
1 last, in I. and S. No. 3235, primarily, said Mr. McManamy, 
because they would have resulted in rates from western trunk 
line points, such as Chicago, Des Moines, Ia., and St. Paul, 
Minn., to destinations in the southwest, lower than from St. 
Louis although some of the movement would be through St. 
Louis and thus bring about fourth section departures over the 
direct routes. That situation was brought about by the use 
of arbitraries beyond Kansas City, while the rates from St. 
Louis would be upon the mileage scale prescribed for move- 
ments within the southwest. 

When the schedules were suspended last February shippers 
and carriers worked out a new set of arbitraries, which, however, 


were not satisfactory to the St. Louis protestants whose acts 
had caused the schedules to be suspended in February. In dis- 
posing of the case the Commission said: 


The proposed arbitraries will result in through rates from western 
trunk line points, such as Chicago, Des Moines and St. Paul, higher 
in all instances than the corresponding rates from St. Louis. It fol- 
lows that the proposed arbitraries will eliminate the primary reason 
for the suspension in I. and S. No. 3235. They have the active support 
of practically all the shippers and are directly opposed by none. 

The proposed arbitraries will result in through rates from west- 
ern trunk line points to the southwest somewhat higher than those 
approved in our original report, but they will not result in through 
rates from western trunk line points as high as those under the scale 
approved for application within the southwest, and this forms the 
basis for the contention of the St. Louis protestants that our orig- 
inal report should be still further revised so that the rates from St. 
Louis will be mile for mile the same as those from western trunk 
line points. The fact, however, that the proposed revision is not 
as broad as the St. Louis protestants think it should be affords no 
sound basis for disapproving the proposal. 

If the proposed arbitraries are limited in their application almost 
wholly to southwestern points in Oklahoma, fourth section departures 
will be created at intermediate points in other southwestern states, 
such, for example, as Arkansas. To avoid such departures the pro- 
posed arbitraries should be made applicable to all points in the 
southwest equidistant from Kansas City. 


This report also embraces No. 12068, Wilson & Co., Inc., of Ok- 
lahoma, et al. vs. Director-General, as agent, Burlington et al.; 
No. 12067, Wilson & Co., Inc., vs. Director-General, as agent, 
Santa Fe et al.; No. 12127, Swift & Co. vs. St. Louis-San Fran- 
cisco, Director-General, as agent, et al.; No. 12271, Morton 
Gregson Co. et al. vs. Director-General, as agent, Santa Fe et 
al.; No. 12175, Morris & Co. vs. Director-General, as agent, 
Santa Fe et al.; No. 12193, Armour & Co. vs. Missouri, Kansas 
& Texas, Director-General, as agent, et al.; No. 12284, Wilson 
& Co., Inc., of Oklahoma, et al. vs Director-General, as agent, 
Rock Island et al.; No. 12301, Albert Lea Packing Co., Inc., et al. vs. 
Director-General, as agent; No. 12398, Armour & Co. et al. vs. 
Santa Fe , Director-General, as agent, et al.; No. 12515, Swift 
& Co. vs. Kansas City Terminal, Director-General, as agent, et 
al.; No. 12646, Same vs. Santa Fe et al.; No. 15362, Jacob E. 
Decker & Sons et al. vs. Rock Island et al.; No. 15389, Swift & 
Co. vs. Santa Fe et al.; No. 15446, Albert Lea Packing Co. et 
al. vs. Rock Island et al.; No. 15606, Armour & Co. et al. vs. 
Santa Fe et al.; No. 18473, George A. Hormel & Co. vs. Mil- 
waukee et al.; No. 18741, Swift & Co. vs. Santa Fe et al., and 
No. 2533, butter and lard tubs, meats, and packing-house prod- 
ucts from and to southwestern points, and fourth section ap- 
plications Nos. 469, 1848, 12788, 12795, 12806, 12807, and 12886. 


SOUTHWESTERN BRICK RATES 


Modifications have been made in No. 14617, Acme Brick 
Co. et al. vs. Alabama & Mississippi et al. and cases joined 
with it, handled under the general title Southwestern Brick 
Cases. The modified orders require the carriers to make the 
changes therein specified not later than September 25. The 
report was written by Chairman Lewis, who has general charge 
of the southwestern rate adjustments. These cases were on 
further hearing. The original report is in 107 I. C. C. 681. 
No. 16124, Acme Brick Co. vs. Alabama & Vicksburg et al., cov- 
ered by this report, is covered by a former report in 128 I. C. C. 
715. A supplemental report in the title and related cases was 
made -in 113 I. C. C. 169. 

In this report the Commission has changed the formula for 
computing distances, approved the grouping of Arkansas brick 
producing points to Mississippi River crossings, Memphis and 
south, has denied the request of Texas producers to group their 
plants to lower Mississippi River crossings, denied requests for 
the modification of prior findings in respect of rates on common 
brick, authorized the carriers to add a bridge arbitrary of one 
cent per 100 pounds on brick from the southwest to Memphis, 
Tenn., and has affirmed the findings in No. 16124. 

The formula for computing distances adopted in this report, 
to replace the formula prescribed in the original report and the 
one substituted for it in the supplemental report follows: 


In computing distances for the application of the scales herein 
prescribed, the shortest routes over which carload traffic can be 
moved without transfer of lading shall be used. 


As to the grouping of Arkansas points which has been per- 
mitted, Mr. Lewis said no opposition to it appeared. It was 
authorized, with the understanding that the proposed group 
rates will comply with the requirements of the fourth section 
unless appropriate relief was obtained. 
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As to the grouping of Texas producing points, for which 
application was made by the producers, the Commission said 
that that would be inconsistent with the Commission’s abolition 
of the Texas common-point adjustment and the general rate 
adjustment now prevailing in that territory. It said that the 
record contained nothing warranting so radical a departure from 
the adjustment laid down when the common-point plan of making 
rates was eliminated from the southwest. 

At the present time rates on common brick 80 per cent of 
the scale on the higher quality brick prevail from Memphis, 
Tenn., to points in Arkansas, but not from points into Memphis 
from Arkansas producing points. The report says that does not 
prejudice Arkansas producers. It says that at the hearing 
Memphis brick producers testified that common brick would 
not move from Arkansas to Memphis to compete with the com- 
mon brick produced at Memphis. Therefore, said the report, 
no modification of the findings with respect to common brick 
would be made. 

In the matter of the bridge toll at Memphis the Commis- 
sion said that the present situation was improper in that a toll 
or arbitrary was assessed on brick going from Memphis into 
the southwest, whereas no such charge was assessed on traffic 
going in the opposite direction. 

The finding in respect of the distance computing formula 
is without prejudice to different conclusions that may be 
reached in the Consolidated Southwestern Cases, in which the 
question of tolls is under consideration. 

The Commission, discussing the allegations that intrastate 
rates caused unjust discrimination, found that the allegations 
were not sustained and refused to order any changes in intra- 
state rates. 

Commissioner Campbell, in a separate expression of views, 
withheld his assent from the bridge toll finding. He was joined 
in that by Commissioner Brainerd. Commissioners McManamy 
and Porter noted concurrence in part without specifying the 
matters in which they did not concur. 

This report also embraces No. 15467, Acme Brick Co. et al. 
vs. Abilene & Southern et al.; No. 15628, Kansas Gas Belt 
Manufacturers’ Association vs. Abilene & Southern et al.; No. 
15692, Oklahoma Brick Manufacturers’ Association vs. Abilene 
& Southern et al.; and No. 15738, Acme Brick Co. et al. vs. 
Abilene & Southern et al. It also includes No. 9702, Memphis 
Southwestern Investigation, and No. 16124, Acme Brick Co. vs. 
Alabama & Vicksburg et al. 


EXPORT BILL OF LADING 


With Commissioner Farrell noting a dissent, the Com- 
mission, in a report written by Commissioner Porter, in No. 
4844, the bills of lading docket, has approved a change sug- 
gested by the Shipping Board in condition 1 (b) of part II of 
the uniform export bill of lading making general average pay- 
able according to the York-Antwerp Rules of 1924, with excep- 
tions, instead of according to the York-Antwerp Rules of 1890. 
The docket was reopened at the instance of the Shipping Board. 

The present form of the export bill of lading carries the 
following provision in respect of general average liability: 


General average shall be payable according to York-Antwerp 
Rules of 1890, and, as to any matter not therein provided for, accord- 
ing to the law and usage of the port of New York. 


The Shipping Board proposed to change that provision so 
that it would read as follows: 


General average shall be payable according to the York-Antwerp 
Rules of 1924, sections 1 to 15, inclusive, and sections 17 to 22, inclu- 
sive, and as to matters not covered thereby according to the laws and 
usages of the Port of New York. 


The provision that was approved by the Commission, in 
1921, was in accord with the York-Antwerp Rules adopted in 
1890. Those rules were revised in 1924. American shippers, 
shipping lines and underwriters, after conferences, rejected 
parts of the revision of 1924 because they were repugnant to 
the Harter act of 1893. The parts rejected on account of re- 
pugnancy were lettered rules A to G. Numbered rules, except 16 
and 23, were approved. The first mentioned numbered rule pro- 
vides for the use of the percentage method of estimating the 
amount of loss on damaged goods. The American practice on that 
point is to apply the so-called salvage rule. Rule 23 relates to cash 
deposits collected in respect of the cargo’s liability for general 
average. It provides that such funds shall be paid into a 
special account in the joint name of two trustees. Americans 
thought that such funds should be governed by the law gen- 
erally applicable to trust funds. 

The Commission did not issue an order in connection with 
its approval of the change suggested by the Shipping Board. 
It said that carriers and shippers would be expected to make 
this substitution in condition 1 (b) of part II as their present 
supplies of bills of lading became exhausted. 
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In addition to approving the suggestion of the Shipping 
Board, the Commission disapproved a modification of the sub- 
stitute provision suggested on behalf of some American and 
foreign shipping lines. As to that modification, suggested at the 
hearing on March 1, the Commission said: 

The modification provides that the York-Antwerp rule of 1924 
Shall govern general average, with the exceptions noted, “unless the 
port bill of lading of the ocean carrier in use at time of shipment 
provides for the application of other rules, in which event the latter 
shall control.’’ This modification, while meeting with the approval 
of representatives of the steamship lines and railroads, was not ap- 
proved by counsel for the United States Shipping Board present at 
the hearing, and it does not have our approval. It is open to the 
objection that it binds, or seeks to bind, the shipper by reference to 
the provisions governing general average liability carried in the port- 
to-port bill of lading of the ocean carrier, which port-to-port bill of 
lading the shipper possibly never has read, and very likely never has 
been accorded the opportunity of reading if he so desired. It also 
would supersede the provisions of the through export bill of lading 
if in conflict therewith, thereby destroying the uniformity in the 
terms of that bill of lading, contrary to the intent of the Congress 
in the enactment of section 25 of the interstate commerce act. 


NEW ENGLAND CEMENT RATES 


Another effort has been made, in a report written by Com- 
missioner Farrell, in No. 18112, Atlas Portland Cement Co. vs. 
Central of New Jersey et al., opinion No. 14682, 155 I. C. C. 601- 
37, to adjust rates from the Lehigh and Hudson cement pro- 
ducing districts into New England that will produce peace and 
stability in a rate structure that has been a cause of trouble 
for many years. The Commission has found the present rates 
unreasonable to the extent they will exceed rates made in ac- 
cordance with a scale which, it is believed, will cause the car- 
riers to lose revenues. In addition the scale is expected to 
increase the spread between Hudson, N. Y., on the one hand, 
and the Lehigh district, on the other, to a considerable part of 
New England and reduce it to a smaller figure to a lesser part of 
New England. As between the two districts, instead of as 
between Hudson, N. Y., and the whole Lehigh district, the im- 
pression is that the spread has been increased somewhat to 
the advantage of the Hudson district. 

Rates in accordance with the scale have been ordered to 
be published not later than September 16, based on a minimum 
of 50,000 pounds, subject to the marked capacity of the car, but 
not less than 40,000 pounds. The distances are to be computed 
via existing connections for the interchange of traffic. The 
scale is to be used in making rates to all points in New England 
except destinations north and east of a line drawn through 
Rockland, Albion, Waterville, Oakland, Farmington and Rum- 
ford, Me. To that territory differentials over the rates made 
by the scale are to be applied, for the benefit of the carriers 
having the hauls, the differentials to be for their benefit, in addi- 
tion to their customary divisions. 

The rates from the Hudson district, the report says, should 
be computed on the actual distances for hauls of 60 miles and 
less. For hauls greater than 60 miles the rates are to be com- 
puted on the basis of the average distance from Hudson, Hudson 
upper, Alsen, Glens Falls and How’s Cave, N. Y. The report 
also says that rates based on the scale should also be, established 
from the Atlantic ports, from Rockland, Me., and from Troy and 
Beacon, N. Y. 

Although this is a general readjustment case, in which rep- 
aration is generally denied, one award of reparation is made. 
It is in No. 18744, Glens Falls Portland Cement Co. vs. Boston 
& Albany. Reparation is made in that case on shipments for 
two years prior to April 27, 1926, to points on the New Haven 
to the basis of the rates established on April 12, 1927. The 
Commission found the rates unreasonable because the traffic was 
restricted to a route 409 miles long, the joint rates over that long 
route being lower than the combination over a route only 179 
miles long via Mechanicville, N. Y. 

Commissioner Woodlock, in a concurring view in which 
Commissioner Eastman agreed, said that the reparation award 
should have been made to run only against the New Haven 
because the Delaware & Hudson and the Boston & Albany were 
willing to open that route long before it was opened, the objec- 
tion of the New Haven keeping it closed except at the higher 
rate. Mr. Woodlock said the case was analogous, in principle, 
to a misrouting rather than to one involving merely the level 
of rates. 

This report also embraces No. 2013, Cement from Eastern 
Trunk Line Points to New England, on reargument; No. 15516, 
Atlas Portland Cement Co. vs. Bangor & Aroostook et al.; No. 
18744, Glens Falls Portland Cement Co. vs. Boston & Albany et 
al., and No. 20279, Hercules Cement Corporation et al. vs. Le- 
high Valley et al. 

In substance, although not altogether in form, the case, to 
which the Commission gave the name New England Cement 
Rates, was a contest between the Hudson district lying on both 
sides of the Hudson River, in New York, and the Lehigh district 
in western New Jersey and Eastern Pennsylvania. The contest 
was not wholly one of relationship because allegations of un- 
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reasonableness, as well as undue prejudice, were made. The 
Commission decided that the rates were unjust and unreason- 
able, for the future only, except in the Glens Falls case, in which 
that finding was also made as to rates in the:past. 

Four findings were made, first, as to the rates from Glens 
Falls in the past; second, as to the rates from that place for 
the future; third, as to the rates from both districts; and fourth, 
as to the rates in differential terriory in Maine. ’ 

How great a loss in revenue will result from the application 
of the scale is not estimated in the report. Under a scale pro- 
posed by the examiner in a tentative report in No. 15516, the 
New England carriers estimated a loss of something less than 
$600,000 on the basis of 1926 business. Shippers, by their check, 
showed that it would amount to $558,600. The scale prescribed, 
however, is higher than the one proposed in the case mentioned. 
For instance, the examiner in that case recommended a rate 
of $2.90 for an average haul of 199 miles. The rate for that 
distance in the prescribed scale is $3, in comparison with the 
present rate of $3.80, the rates being stated in this paragraph 
in terms of net tons. For an average of 301 miles the examiner 
in No. 15516, recommended $3.50 per net ton. The prescribed 
scale gives $3.70 for that distance and the present rate is $3.82. 

Commissioner Eastman, concurring in part, agreed except 
as to the reparation feature before mentioned and the line cre- 
ating a differential territory in Maine. His thought, he said, 
was that line should follow the one prescribed in Proposed 
Increases in New England, 49 1. C. C. 421. The substance of 
Commissioner Woodlock’s separate concurring view, already 
stated, is the only point of difference between himself and his 
colleagues. 

In 1918, the Commission prescribed what was known as the 
Troy scale in connection with its repert in Allentown Portland 
Cement vs. B. & O., 49 I. C. C. 502. The order in that case is 
still outstanding. It has, however, been modified so as to per- 
mit the making of rates in accordance with the prescribed scale, 
in cents per 100 pounds, which follows: 


Rate, Rate, 
Distance Cents Distance Cents 
5 miles and less........... 5 350 miles and over 330...... 19.5 
10 miles and over 5...... 6 370 miles and over 350...... 20 
20 miles and over 10...... 7 390 miles and over 370...... 20.5 
30 miles and over 206...... 8 410 miles and over 390...... 21 
40 miles and over 30...... 9 430 miles and over 410...... 21.5 
50 miles and over 40...... 9.5 450 miles and over 430...... 22 
60 miles and over 50...... 10 470 miles and over 450...... 22.5 
70 miles and over 60...... 10.5 490 miles and over 470...... 23 
80 miles and over 70...... 11 510 miles and over 490...... 23.5 
95 miles and over 80...... 11.5 530 miles and over 510...... 24 
110 miles and over 95...... 12 550 miles and over 530...... 24.5 
125 miles and over 110...... 12.5 570 miles and over 550...... 25 
140 miles and over 125...... 13 590 miles and over 570...... 25.5 
155 miles and over 140...... 13.5 610 miles and over 590...... 26 
170 miles and over 155...... 14 630 miles and over 610...... 26.5 
185 miles and over 170...... 14.5 650 miles and over 630...... 27 
200 miles and over 185...... 15 670 miles and over 650...... 27.5 
215 miles and over 200...... 15.5 690 miles and over 670...... 28 
230 miles and over 215...... 16 710 miles and over 690...... 28.5 
245 miles and over 230...... 16.5 730 miles and over 710...... 29 
260 miles and over 245...... 17 750 miles and over 730...... 29.5 
275 miles and over 260...... 17.5 770 miles and over 750...... 30 
290 miles and over 275...... 18 790 miles and over 770...... 30.5 
310 miles and over 290...... 18.5 810 miles and over 790...... 31 
330 miles and over 310...... 19 


The differential scale follows: 


Distance, 
_ Miles Cents 
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LUMBER CHARGES INAPPLICABLE 


In a report written by Commissioner Woodlock, the Com- 
mission, in No. 16593, Milne Lumber Co. vs. Mo. Pac. et al., 
has found inapplicable the charges assessed on cars of lumber 
from points in Louisiana to destinations in Ohio, Michigan, and 
New York. The record has been held open for ninety days for 
the receipt of information sufficient to determine the definite 
amounts of the demurrage charges applicable on the shipments. 

The cars in question were started from various points in 
the Yellow Pine blanket in Louisiana and billed to Carpenter, 
Ill., on the Wabash. Written notice was given to the carrier 
directing it to stop a typical car at Paragould, Hoxie or Thebes. 
Instead of stopping the car used to illustrate the issue, the 
report said, it was stopped and held at Dupo, IIll., and the 
complainant advised When the complainant was so advised, 
it directed that the car be sent on to Carpenter, the original 
billed destination. Thereafter the car in question was recon- 
signed to the ultimate destination. Transportation charges were 
collected on the basis of the rates to and beyond East St. Louis, 
plus stopping, demurrage and reconsigning charges at Dupo and 
Granite City, Ill. The complainant contended that the charges 
were illegal to the extent they exceeded the joint through rates 
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from point of origin to destination, plus demurrage and recon- 
signment charges at Granite City. The Missouri Pacific con- 
tended that the complainant assented to having the car stopped 
at Dupo on account. of an instruction from the operating depart- 
ment of the Missouri Pacific that orders to stop cars at Thebes 
should not be accepted. Commissioner Woodlock said that the 
Missouri Pacific failed to show that the complainant had as- 
sented to such a change. He said there was no tariff authority 
for stopping cars at Dupo instead of Thebes, and that the com- 
plainant’s order to let the car go forward to Carpenter was not 
a reconsigning order. 

This report also embraces No. 16618, Same vs. Same. Com- 
missioner Woodlock said that the principles laid down, with 
respect to the one car, would govern all the cars covered by the 
two complaints. 


GAS STOVES FROM CALIFORNIA 

The Commission, by division 2, in No. 20907, O’Keefe & 
Merritt vs. Rock Island et al., has found unreasonable the rates 
charged on gas stoves and stove pipe elbows in straight or 
mixed carloads from Los Angeles, Calif., to Oklahoma City, 
Okla., Kansas City, Mo., Dallas, Tex., and Atchison, Kan., to the 
extent they exceeded $1.63 per hundred pounds and awarded 
reparation of $846.45 with interest. The complaint was made 
on account of the fact that a rate of $1.63 applied westbound 
from the points of destination in this case to Los Angeles. The 
complainant contended that there were no transportation con- 
ditions warranting a higher eastbound than a westbound rate. 
The carriers established $1.63 as eastbound rate on a minimum 
of 24,000 pounds but resisted the payment of reparation. The 
Commission said that it had repeatedly stated that neither the 
voluntary reduction of a rate nor the existence of a lower rate 
in the opposite direction was of itself sufficient ground upon 
which to base a finding of unreasonableness. It said that each 
case of this sort had to be decided upon the particular facts, 
and that the facts in this case warranted the conclusion that 
$1.63 would have been reasonable. 


COMMISSION REPORTS 


Crude Shale 


No. 21280, Gamble & Stockton Co. vs. A. C. L. et al. By 
division 3. Rate applicable on crude shale, Melville (now Daisy), 
Tenn., to Dixston, Fla., unreasonable only to the extent it ex- 
ceeded a rate of $3.60 per net ton upon which basis charges 
were collected. Waiver of undercharges authorized and com- 
plaint dismissed. 

Yellow Pine Lumber 

No. 21490, E. P. Flowers vs. New Haven et al. By division 
2. Carload of yellow pine, Lexington, Ga.. to New Haven, Conn., 
reconsigned from New Haven to Waterbury, Conn., misrouted 
by the New Haven. Demurrage assessed in excess of that ap- 
plicable. Reparation amounting to $58.70, with interest, awarded. 


Glass Bottles 


No. 19866, Southern Glass Co. vs. Southern Pacific et al. 
By division 3. Rates on glass bottles, carloads, Los Angeles, 
Calif., to El Paso and Waco, Tex., and Jaynes, Ariz., unreason- 
able to the extent they exceeded 65 cents to El Paso and Jaynes, 
and $1.20 to Waco. Reparation amounting to $360.62, with in- 
terest, awarded. 

Wooden Insulator Pins 

No. 21499, American Cross Arm Co. vs. Norfolk & Western 
et al. By division 3. Rates on wooden insulator pins, carloads, 
Thaxton and Boones Mill, Va., to Jacksonville, Fla., unreason- 
able to the extent they exceed 28.5 cents from Thaxton, and 34.5 
cents from Boones Mill, minimum 30,000 pounds. Reparation 
amounting to $264.07, with interest, awarded. 


Fresh Tomatoes 
No. 20676, Arnold Fruit Co., Inc., vs. Southern et al. By di- 
vision 3. Rates on fresh tomatoes, in carloads, Asheville, Hen- 
dersonville, Spindale, and Waynesville, N. C., to Jacksonville, 
Fla., unreasonable prior to May 21, 1928, to the extent they 
exceeded 90 cents, minimum 20,000 pounds, the rate now in ef- 
fect. Present rate found not unreasonable. Reparation awarded. 


Rough Lumber 


No. 20680, Liberty Cooperage & Lumber Co. vs. Pennsylvania 
et al. By division 3. Complaint dismissed. Rate on rough 
lumber, Upland, Ind., to Union City, Pa., not unreasonable. 


Candy, L. C. L. 

I. and S. No. 3241, candy from Dallas and Fort Worth, Tex., 
to Arizona and New Mexico. By division 3. Proposed in- 
creased rates on candy, L. C. L., between the points mentioned, 
not justified. Suspended schedules ordered cancelled and pro- 
ceeding discontinued without prejudice to the filing of new 
schedules establishing second class rates without providing for 
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alternation against a transcontinental rate of $3, plus whatever 
branch-line arbitraries migh be applicable. 


Bananas 


No. 20720, Michigan Fruit House vs. Michigan Central et al. 
By division 2. Complaint dismissed. Rates on bananas, New 
York, N. Y., to Philadelphia, Pa., and Baltimore, Md. to Saginaw, 
Mich., not unreasonable or unduly prejudicial. 


Acetate of Iron 


‘ No. 21204, Lanett Bleachery & Dye Works vs. Duluth, South 
Shore & Atlantic et al. By division 3. Rate on acetate of 
iron, in tank-cars, Marquette, Mich., to Lanett, Ala., unreason- 
able to the extent the factor from Cincinnati, O., to Lanett ex- 
ceeded, exceeds or Many exceed 45 cents subject to a minimum 
computed on the full shell gallonage capacity of the tank-car. 
Reparation awarded. New rate to be established not later than 
September 12. 

Lumber and Box Shooks 


No. 21199, George E. Breece Lumber Co. vs. Santa Fe et al. 
By division 3. Rates on lumber and box shooks, Albuquerque, 
N. M., to Durango, Colo., and to Riverside, Cedar Hill, Aztec, 
Flora Vista and Farmington, N. M., unreasonable to the extent 
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Candy from Dallas and Ft. Worth to Arizona and New 
Mexico; I. & S. 3241. 

Lanett Bleacher & Dye Works vs. D. S. S. & A. et al.; 
case 21204; acetate of iron. 

Breece, George E., Lumber Co. vs. A. T. & S. F. et al.; 
case 21199; lumber and box shooks. : 

Milne Lumber Co. vs. I. C. et al.; case 16099; lumber de- 
murrage. 

Woodsum Coal Co. vs. N. Y. N. H. & H. et al.; case 
20641; coal. 

Bills of lading; docket 4844; change in export bill 

Watters-Tongue Lumber Co. vs. L. & N. et al.; case 
21569; lumber. 

Buckeye Clay Pot Co. et al. vs. A. & B. B. et al.; case 
20538; broken pots. 

Acme Brick Co. et al. vs. A. & M. et al.; case 14617 and 
cases joined therewith; southwestern brick cases. 

Meats and packinghouse products to, from and between 
southwestern and 3 L. points; I. & S. 2595 and 
cases joined therewith. 

Milne Lumber Co. vs. C. I. & L. et al.; case 16460; lum- 
ber demurrage. 


et al.; case 20720; 


they exceeded, exceed or may exceed 38 cents to Durango and 
43 cents to the other destinations considered. Reparation awarded 
New rates to be effective not later than September 12. Rates 
prescribed from Aubuquerque to other New Mexico points are 
to apply over interstate routes. 


Lumber Demurrage 

No. 16099, Milne Lumber Co. vs. Illinois Central et al. and 
a subnumber, Same vs. Same. By the Commission. Report 
written by Commissioner Woodlock. Demurrage collected for 
the detention of a carload of lumber at Detroit, Mich., held 
applicable as having been caused by an embargo of which com- 
plainant had notice and not because of demand for excessive 
charges. Complaint dismissed. In the sub-number demurrage 
on another car of lumber detained at Detroit found inapplicable 
as having been caused by demand for an overcharge. Repara- 
tion, amounting to $73, with interest awarded. 


Anthracite Coal 


No. 20641, Woodsum Coal Co. vs. New Haven et al. and a 
sub-number, City Fuel Co. vs. New Haven et al. By division 2. 
Rate on anthracite coal, points in Pennsylvania to South Brain- 
tree and Mattapan, Mass., unduly prejudicial but not otherwise 
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unlawful, to the extent it exceeded, exceeds or may exceed 
$4.28 per long ton. Reparation denied on account of failure to 
show that the alleged loss of profits was the direct result of 
the undue prejudice. New rate to be established not later than 
September 12. 

Lumber Rate and Route 


No. 21569, Watters-Tonge Lumber Co. vs. L. & N. et al. By 
division 3. Yellow pine, White, Ga., to Louisville, Ky., and re. 
consigned to Huntington, W. Va., overcharged and misrouted, 
through failure to send it over the route having the lowest rate 
and failure to apply the Jones combination rule. Applicable 
rate 37 cents through Louisville and Covington, Ky. Reparation 
of $33, with interest, awarded, $13.75 on account of overcharge 
and $19.25 on account of misrouting. 


Broken Glasshouse Pots 


No. 20538, Buckeye Clay Pot Co. et al. vs. Akron & Barber. 
ton Belt et al. By division 2. Complaint dismissed; rates on 
broken glasshouse pots and broken tank blocks, points in official 
territory to Toledo and Steubenville, O., Muncie, Ind., and Pitts- 
burgh, Pa., not unreasonable. 


Demurrage on Lumber 


No. 16460, Milne Lumber Co. vs. C. I. & L. et al., and a 
sub-number, Same vs. Michigan Central et al. By the Commis- 
sion. Report by Commissioner Woodlock. Complaints dis- 
missed. Movement of a carload of lumber within the Chicago 
switching district, previously shipped from Bagdad Junction, 
Fla., to Chicago, Ill., was in intrastate commerce because it 
had been delivered and partly unloaded before being reshipped 
to another point in the district. In the case of the car covered 
by the sub-number, the Commission found applicable, in part, 
demurrage collected at Detroit, Mich., on lumber shipped from 
Atmar, Tex., and reconsigned from Herrick, Ill. Refund of 
overcharge, amount not stated, directed. 


PETROLEUM CHARGE REFUND 


Refusal of the Commission to grant authority to the rail- 
roads to refund a portion of the charges collected for the trans- 
portation of numerous carload shipments of crude pertoleum 
from Wickett, Tex., to Sugar Creek, Mo., resulted in the com- 
plaint in docket 22075, Standard Oil Company (Ind.) against 


the Texas and Pacific and others, heard at Chicago, before Ex- 


aminer Crowley, June 29. 

Hugo T. Zaremba, chief rate clerk at Chicago for the com- 
plainant, explained that his company began shipping petroleum 
in volume from Wickett to its refinery at Sugar Creek October 
10, 1927. His office, on having learned of the prospective move- 
ment, began negotions with the railroads for the establishment 
of a reasonable rate between the two points on October 5 of 
that year, he testified, and was assured that it would be granted 
and that, if shipments moved before such a rate could be made 
effective, the shippers’ interests would be protected. The only 
rate available at the time was a combination of 45.5 cents, he 
said. The same rate as was in effect from McCamey, Tex., to 
Sugar Creek, which was 28.5 cents, was asked. McCamey was 
said to be located in the same general territory and only a few 
miles distant from Wickett. On November 3, a rate of 29 cents 
was established from Wickett, but in the meantime 403 cars of 
oil, at an average load of in excess of 73,000 pounds, had been 
shipped. The existing rate from Wickett is 26 cents, according 
to Mr. Zaremba. The defendants, he said, had sought permission 
to refund to the basis of the 29-cent rate, and a special docket 
application for the same purpose was presented to the Commis- 
sion, but had been refused. It was shown that, at the time 
the shipments in question moved, a rate of 26 cents was in effect 
from Ranger, Tex., which has been reduced to 25 cents, and 
that rates on the same general level applied from other points 
in the same territory. Numerous rate comparisons were pre 
sented in support of the intrinsic reasonableness of the 29-cent 
rate, to which basis the complaint seeks reparation. 

H. B. Muller, commerce assistant, Kansas City Southern, 
said the defendants wished to join in the petition of the com- 
plainant, requesting the Commission to issue an order requiring 
payment of the reparation sought. 


RATES ON SODA ASH AND CAUSTIC 

At the hearing in docket 22224, Armour and Company against 
the A. C. & Y. and others at Chicago, June 26, before Examiner 
Crowley, Joseph B. Beech, representing the complainant, pre 
sented a stipulation to the effect that his company and the 
defendants had agreed to abide by the Commission’s decision i2 
docket 21552, which had already been heard, for settlement of 
the issues in the instant case. The Armour case charges that 
rates on soda ash and caustic from points in Michigan and Ohio 
to Kansas City, Kan., South Omaha, Neb., Sioux Falls, Ia., and 
St. Joseph, Mo., are unreasonable. The same origin points were 
involved in docket 21552, which was brought by the Procter and 
Gamble Manufacturing Company, but it involved only Kansas 
City as a destination. 
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Proposed Reports in I. C. C. Cases 





SALT TO COLORADO 


Attorney-Examiner W. A. Disque, in No. 21375, American 
Salt Corporation et al. vs. Santa Fe et al., has recommended 
that the Commission find rates on salt, from Hutchinson, Lyons 
and Kanopolis, Kan., to destinations in Colorado not unrea- 
sonable except some that apply to points east of the Rocky 
Mountains or based thereon. Others, he says, should be found 
unduly prejudicial. There was no testimony given, Disque said, 
warranting reparation to anybody. The complainants, he said, 
asked that, in the event the rates were found unreasonable, 
further hearings be held on the question of reparation. On 
the record as made, Disque said, reparation should be denied. 

The complaint alleged that the rates on salt to destinations 
in Utah and Colorado were unreasonable, unjustly discrimi- 
natory and unduly prejudicial; also that the minimum weight 
from the Kansas points to destinations on the narrow-gauge 
lines of the Denver & Rio Grande Western in Colorado was 
unjustly discriminatory and unduly prejudicial. Undue pref- 
erence for Utah producers was alleged. The allegation about 
rates from Kansas to Utah, Disque said, was withdrawn. 

Complainants sold or strove to sell salt in the Colorado 
markets in competition with producers situated near Salt Lake 
City, said Disque, but, he said, they had to do so at rates which, 
as a rule, were much higher, distance considered, than those 
paid by the Utah producers. - 

Disque said that the record established that the rates from 
Kansas to Denver, Colorado Springs and Pueblo, as a group, and 
to Boulder, Fort Collins, Fort Morgan, Brush, Hillrose, Sterling, 
Julesburg and Trinidad were and would be unreasonable to the 
extent they exceeded or might exceed those that could be made 
by the scale prescribed in Salt Between Western and South- 
western Points, 120 I. C. C. 91. He said rates to other destina- 
tions were not unreasonable except as they might be affected 
by combinations based on Colorado common points. 

Disque said the record further established that the rate 
situation assailed was unduly prejudicial to the complainants in 
that the rates over the Rio Grande from the Utah points to 
Denver, Colorado Springs and Pueblo, and points intermediate 
thereto, and points taking rates based on combinations in which 
they were factors were 1.5 cents less than they needed to be 
poor the competition of the Union Pacific from the Utah 
points. 

Still further, Disque said, the record established that the 
maintenance of a minimum of 30,000 pounds from the Utah 
points and the non-maintenance of a like minimum from the 
Kansas points resulted in undue prejudice to the complainants 
which should be removed. 


PETROLEUM TO SOUTH DAKOTA 


A seemingly small outcome from a formidable appearing 
litigation is recommended by Examiner John J. Crowley in No. 
21243, Legal Oil & Gas Co. et al. vs. Chicago & North Western 
et al., six consecutively numbered sub-numbers thereunder and 
three other formal docket complaints. The examiner recom- 
mends that the Commission find not unreasvnable or otherwise 
unlawful the rates on gasoline and other petroleum products, 
from points in Kansas, Oklahoma, Texas, Arkansas, Missouri 
and Wyoming to destinations in South Dakota, except where 
joint rates to Baltic, Parker and Milbank, S. D., exceeded the 
combinations of intermediate rates. He said that the joint rates 
of that sort should be found unreasonable to the extent they 
exceeded the combinations and award reparation to that basis. 
He — the complainants should be directed to file Rule V state- 
ments. 

The other cases embraced in this report, the sub-numbers 
yan the title complaint being given without their sub-numbers, 
Ollow: 


Avon Oil Co. et al. vs. C. M. St. P. & P. et al.; Norbeck Co. et al. 
vs. C. & N. W. et al.; Community Oil Co. et al. vs. C. & N. W. et al.: 
Moody County Oil Co. et al. vs. C. M. St. P. & P. et al.; Delmont 
wi Co. et al. vs. C. M. St. P. & P. et al.; W. F. Price and E. J. 

ight vs. C. M. St. P & P. et al.; No. 20674, Sub-No. 10, Farmers’ 
and Merchants’ Co.-operative Oil Co. vs. C. M. St. P & P et al.; 
No. 21247, Brownell Corp et al. vs. Santa Fe et al.;. and No. 21397, 
Farmers’ Oil & Gas Co. et al. vs. Santa Fe et al. 


_In some of the cases the rates were alleged to have been 
unjustly discriminatory and unduly preferential in addition to 
being unreasonable and in violation of the fourth section. Com- 
plainants asked for reparation on shipments within the statutory 


period and prior to July 20, 1928; for rates for the future from 
Oklahoma and related origin territory to Dell Rapids, Egan and 
Flandreau, waiving their prayer for rates for the future to other 
destinations at the hearing, according to Crowley. 

The basic rate structure assailed, said the examiner, was 
that resulting from Codington Oil Co. vs. Santa Fe, 53 I. C. C. 
234, decided in May, 1919. In the course of the discussion the 
examiner referred to Mid-continent Oil Rates, 1925, 112 I. C. C. 
421, the second supplemental report therein, 139 I. C. C. 605, on 
the question of rates, and Prairie Pipe Line Co. vs. A. W., 146 
I. C. C. 149, and Transcontinental Oil Co. vs. Santa Fe, 147 I. C. 
C. 139, on the question of reparation. 


CLASSIFICATION REVISION 


In a report written by Examiner E. H. Kerwin in I. and S. 
No. 3232, changes in Illinois, official, southern and western clas- 
sifications, No. 21874, Heywood-Wakefield Co. vs. Boston & 
Maine et al., and No. 21922, Paratex Corporation et al. vs. A. C. 
& Y. et al. the examiner makes recommendations for the 
disposition of changes in the classifications proposed by the 
carriers and two formal complaints involving classification mat- 
ters. Protests by the Mississippi commission and a number of 
shippers caused the suspension of the carrier schedules. 

Kerwin says the Commission should find not justified the 
proposed elimination of the provision for the inclusion of cleats, 
fasteners, nails, or washers, in packages of iron or steel roofing, 
but without prejudice to the publication of a note limiting the 
number of such articles to enough to lay each roll of iron or 
steel in a shipment. 

The examiner says the Commission should find justified the 
proposed increased ratings on soups; dried or evaporated apri- 
cots, blackberries, cherries, currants, nectarines, peaches, pears, 
plums, prunes and raisins, other than candied, crystallized, 
glaced or stuffed, in glass or earthenware, packed in barrels 
or boxes; on dried or evaporated edible fruit, N. O. I. B. N., 
other than candied, crystallized, glaced or stuffed, in glass or 
earthenware, packed in barrels or boxes; and on canned or 
preserved vegetables in glass or earthenware packed in crates, 
barrels or boxes, all in less than carloads. 

But, Kerwin says, it should find not justified the proposed 
increased rating on condensed or evaporated milk, in less than 
carloads. 

A finding of non-justification, the examiner says, should be 
made as to automatic oil and gas separating tanks. A similar 
finding is recommended as to a proposed increased rating, in 
southern classification, from third to second class when the 
boxes are set up or when the bodies are folded flat and the 
bottoms and tops are set up. 

Kerwin has proposed a finding of justification for a proposal 
to increase the rating on cowpeas, soy beans and velvet beans 
from tenth to sixth class in southern classification, on less-than- 
carload shipments. The present classification is tenth, any 
quantity. 

As to mats, matting and rugs, other than straw, involved 
in the two formal complaints, as well as covered by some of 
the classification proposals, the examiner said the Commission 
should find that the increased ratings proposed in the suspended 
schedules had not been justified and that the ratings assailed 
in the two formal docket cases would be unreasonable for the 
future to the extent they might exceed fourth in carloads and 
second in less than carloads, the carload minimum to be 24,000 
pounds. 

In No. 21922, one of the questions was as to the proper rat- 
ing and rate on hemp fiber rugs or matts with a burlap base. 
They will move, under the recommendation, in the future, under 
fourth and second class. Kerwin said that substantial justice 
did not require retroactive application of the second L. C. L. 
rating, but that the Commission should find, as to carloads, that 
the ratings applied were unreasonable to the extent they ex- 
ceeded or might exceed fourth in official and southern and third 
in western classifications and award reparation to that basis. 


NORTH CAROLINA CLASS RATES 


Attorney-Examiner Howard Hosmer, in No. 16321, State 
Corporation Commission of Virginia vs. Aberdeen & Rockfish 
et al, has recommended that the class rates within North Caro- 
lina be condemned and their place be taken by rates made 
under the scale of class rates set forth in appendix K-2 to the 
third report in the southern class rate case, 113 I. C. C. 200, 
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207, subject to southern classification and interstate exceptions 
thereto. He has recommended that the rates so made be pre- 
scribed as maximum and minimum to be applied within North 
Carolina. He has recommendéd the making of an order to this 
effect subject to the usual saving clause permitting exceptions 
thereto upon the proper showing. 

This case was upon further hearing. He said that the class 
rates and ratings from points in Virginia to destinations in 
North Carolina should be found not unreasonable but unduly 
prejudicial and preferential in relation to class rates and rat- 
ings in effect on intrastate traffic within North Carolina. He 
said that the class rates and ratings within North Carolina should 
be found to cause unjust discrimination against interstate com- 
merce between Virginia and North Carolina and that the preju- 
dice and preference should be removed in accordance with the 
method hereinbefore set forth. The prior report in this case is 
in 136 I. C. C. 178. 

The original complaint was filed in 1924. In the prior re- 
port the Commission found that the record was not sufficient 
to enable it, in the circumstances and conditions prevailing inci- 
dent to changes resulting in part from the southern class rate 
investigation, to make a satisfactory report. 

The case resulted in clashes between Virginia and North 
Carolina in which they pointed to inconsistencies and troubles 
in each other’s territory. In summing up and disposing of the 
case, exclusive of the formal findings, Hosmer said: 


It must be admitted that there is some inconsistency in complain- 
ant’s (Virginia) charge of undue discrimination against interstate 
commerce in this case, inasmuch as the K-2 scale has not as yet 
been authorized for intrastate application within southern Virginia, 
but defendants’ rights in the premises forbid turning off this issue 
by enforcing the equitable maxim of ‘‘clean hands.”” Furthermore the 
Virginia intrastate rates are not in issue in this proceeding. 

Intervener (North Carolina) asks that the decision in this case 
be deferred until after the disposition of a complaint which it filed 
some months ago, as yet unheard, assailing the class rates between 
North Carolina and official territory, in which the Virginia cities are 
alleged to be unduly preferred. It urges that the issues in the 
instant case are so closely bound up with those in the new case 
that they should be passed on at the same time, and promises in 
the new case to introduce important evidence concerning trans- 
portation conditions in North Carolina. Although it disclaims any 
desire to urge a policy of inaction o nthe instant complaint, it states 
“that no findings should be made without a more comprehensive 
investigation and without a larger measure of cooperation between 
the state and federal governments,” suggesting that ‘‘a mandate to 
the two states and to the carriers to get together and work out a 
scheme of rates which would fit into the trunk line basis and into 
the 13494 basis, reducing the clash to the minimum, would be fair 
to all concerned.’’ The present rates between official territory and 
North Carolina have been fixed in various proceedings in which inter- 
vener has been an active litigant. It may well be that those rates 
will require some modification after the class rates within official ter- 
ritory are revised, as indicated in the second report in the Southern 
Case, 109 I. C. C. 300, 323, but the instant case is strictly an outgrowth 
of the latter case and should be handled as such. As to cooper- 
ation, it has already been pointed out that in the Southern Case, the 
Commission had the benefit of the cooperation of the southern state 
commissions, and it previously suggested that the controversy here 
presented might be adjusted voluntarily, as shown by the following 
extract from the first report herein: 

“Under our decisions in Southern Class Rate Investigation, supra, 
the class rates within southern territory are soon to be revised com- 
pletely. The rates between Virginia cities and North Carolina were 
not in issue in that investigation, but the carriers have announced 
their intention of revising these rates on the same basis which is 
to be followed throughout the remainder of southern territory. We 
found that the same scale should be applied uniformly in this re- 
vision, regardless of minor differences in transportation conditions, 
except to and from points in the Florida peninsula. 


“If these new rates are permitted to become effective between 
Virginia cities and North Carolina, the situation portrayed of record 
in connection with this complaint will be materially changed. Dis- 
tance rates will take the place of the present group rates, and these 
distance rates will be higher than those in effect in North Carolina 
and will be subject to a classification which on the whole will be 
higher. That such a situation, if it occurs, will require adjustment 
admits of no doubt, for it is here shown of record that there are 
no differences in transportation conditions which warrant a different 
level of rates or a different classification within North Carolir.a than 
apply between the Virginia cities and North Carolina. This is a 
contingency, however, which in the first instance should receive 
the consideration of the carriers and of the state authorities, and 
any further expression of opinion on our part would be inappropriate 
at this time.’ 

The course of events since the foregoing was written eighteen 
months ago has indicated that there is such a marked divergence 
of views held by the interested parties that no voluntary settle- 
ment is possible, and there is no reason to believe that further efforts 
along that line would accomplish anything except delay and con- 
tinuance of the undue prejudice to Virginia interests and unjust dis- 
crimination against interstate commerce. At the time of the further 
hearing eight months had elapsed since the filing of the supplemental 
complaint and four and one-half years since original complaint. 
Certainly it would seem that intervener had ample time to prepare 
its evidence, and that complainant is entitled to an early decision. 





PROPOSED SLAG SCALE 
Examiner Joseph G. Cooper, in No. 21646, Cartier & Sons 
Co. vs. New Haven et al., has recommended that the Commission 
find not unreasonable in the past the rates on slag from Reading, 
Hokendaqua, Bethlehem, and Swedeland, Pa., to Providence, 
Auburn, Esmond, and Cranston, R. I., and Attleboro, Mass. He 
has recommended, however, that the rates from Reading and 
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Swedeland for the future be found unreasonable to the extent 
they may exceed a distant scale stated in cents per net ton. 

The proposed scale begins with a rate of 150 cents for 
distances over 100 miles but not exceeding 125 miles. It 
progresses in 25-mile blocks to 200 miles, at which distance 
the scale would provide a rate of 185 cents. Then it progresses 
by 30-mile blocks to 350 miles, at which distance the rate pro- 
posed is 250 cents. 





S. A. L. CONSTRUCTION 


Examiner Ralph R. Molster, in Finance No. 7000, extension 
of Miami Municipal Railroad; No. 7021, construction by Sea- 
board-All Florida, and No. 7022, operation by Seaboard Air 
Line, has recommended that the Commission approve plans of 
the city of Miami, Fla., to make an extension of its municipal 
railroad, something more than half a mile long, and the extension 
by the Seaboard-All Florida of its line to connect with the 
municipal railroad, the two extensions equalling about one mile; 
also that the Commission find that the present and future pub- 
lic convenience and necessity require the operation by the 
Seaboard Air Line over the municipal railroad as extended. 
The examiner has also recommended that the Seaboard Air 
Line be authorized to acquire the extension of the Seaboard-All 
Florida by lease. 


PROPOSED REPORTS 


Empty Storage Tanks 


No. 21562, Skelly Oil Co. vs. Santa Fe et al. Examiner 
Harold M. Brown. Dismissal proposed. Interstate rate on 
empty storage tanks set up, carload, Burkburnett, Tex., to King- 
mill, Tex., not unreasonable. 


Coal Reparation 


No. 17806, J. R. Blair et al. vs. Big Four et al. Attorney- 
Examiner William A. Disque. Amounts of reparation due com- 
plainants on basis of rates on bituminous coal from Griff and 
Macksville, Ind., to Paris, Ill., and related points previously 
found reasonable in this case determined. Awards recommended 
against the Big Four in favor of John R. Blair of $152.82; 
Charles Crum, $618.86; E. S. Hunter, $28.28; Frank L. Kidder, 
$1,288.02; J. W. McGowan, $119.44; E. P. Huston, $2,137.56; and 
Frank B. Clinton, $87.44. From the Pennsylvania, Frank B. 
Clinton, $10.16. Previous report 1386 I. C. C. 543. 


Salt 


No. 21505, Vinita Wholesale Grocery Co. et al. vs. Arkansas 
Valley Interurban et al. Examiner Riley A. Gwynn. Rates on 
salt from points in Louisiana and Kansas to Vinita, Pawhuska, 
and Keota, Okla., unreasonable to the extent they exceeded 3U.5 
cents from Weeks, La., 17 cents from Hutchinson, Kans., and 
23.5 cents from Anthony, Kans. Reparation amounting to 
$173.14, with interest, proposed. 


Wool in the Grease 
No. 21603, Arizona Corporation Commission et al. vs. Santa 
Fe et al. Examiner J. Edgar Smith. Dismissal recommended. 
Rates on wool in the grease from Arizona points to the pacific 
coast terminals not unjust, unreasonable, unduly prejudicial or 
otherwise unlawful. 





Iron and Steel 
No. 21745, A. M. Swan Co. vs. B. & O. et al. Examiner 
L. H. Dishman. Dismissal recommended. Rate on iron and 
steel articles, Woodlawn (now Aliquippa), Pa., to Marietta, 
Ohio, not unreasonable or in violation of section 4 of interstate 
commerce act. 
Cross Ties 
No. 21827, Dodge County Lumber Co. vs. Southern. Exam- 
iner W. R. Brennan. Dismissal recommended. Rates on cross 
ties, points in South Carolina to Charleston, S. C., for movement 
by water beyond to interstate destinations applicable and not 
unreasonable. 
Dressed Pine Lumber 
No. 21857, Edward Eiler Lumber Co. vs. A. C. L. et al. 
Examiner Roy E. McKee. Rate on dressed pine lumber, New 
Brocton, Ala., to Olean, N. Y., inapplicable. Applicable rate 
48.5 cents. Reparation of $27.14, with interest, recommended. 


Slate Blackboards 


No. 21625, R. L. Elvin vs. C. & N. W. Examiner C. K. Glover. 
Dismissal proposed. Rate on a carload of slate blackboards, 
Minnesota Transfer, Minn., to Ames, Ia., applicable. 


Imported Potatoes 


No. 21445, Southgate Produce Co. vs. Pennsylvania et al. 
Examiner G. O. Basham. Dismissal proposed. Rates on im- 
ported potatoes, in bags, carloads and less than carloads, Nor- 
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folk, Va., to various points in Virginia not unreasonable or 
unduly prejudicial. 
Logs 

No. 21637, Perrine-Armstrong Co. vs. Pennsylvania et al. 
Examiner H. L. Main. Dismissal proposed. Rates on logs, 
Gambier and Hunt, O., to Fort Wayne, Ind., not unreasonable 
or otherwise unlawful. 

Molding Sand 

No. 21849, Turner & Seymour Manufacturing Co. vs. New 
Haven et al. Examiner J. M. Fiedler. Dismissal proposed. 
Rate on molding sand, Saratoga Springs, Cedar Bluff, Ushers, 
Schuyler and Schuylerville, N. Y., to Torrington, Conn., not 
unreasonable or otherwise unlawful. 


Pile Run Acid Phosphate 


No. 17792, Hope Fertilizer Co. vs. B. & O. et al. Examiner 
Cc. W. Griffin. On further hearing, finding in the original report, 
144 I. C. C. 38, that rates on bulk pile run acid phosphate, in 
carloads, were not unreasonable or otherwise unlawful, modified. 
Rates, Nashville and West Nashville, Tenn., to Hope, Ark., rec- 
ommended to be found unreasonable to the extent they ex- 
ceeded or may exceed 24.5 cents, minimum 80,000 pounds. New 
rate and reparation recommended. 


Scrap Paper Demurrage 


No. 21775, Charles Boldt Paper Mills Co. vs. New Iberia & 
Northern et al. Examiner G. O. Basham. Dismissal recom- 
mended. Demurrage charges on cars loaded with scrap-paper 
delivered at complainant’s mill at New Iberia, La., in July and 
August, 1927, not shown to have been unreasonable. Detention 
of cars alleged to have been caused by Mississippi River flood. 
Examiner said the evidence was too meager and indefinite to 
support a finding of unreasonableness. 

Tin Plate Scrap 

No. 21550, Bedford Can Co. et al. vs. Norfolk & Western et 
al. Examiner Joseph G. Cooper. Dismissal proposed. Rate on 
tin plate scrap, Bedford, Roanoke and Buchanan, Va., to Neville 
Island, Pa., not unreasonable. 


Gasoline 


No. 21720, E. A. Spencer vs. C. & N. W. et al. Examiner 
Roy E. McKee. Dismissal proposed. Rates on gasoline, Tulsa, 
Okla., and Casper, Wyo., to Plankinton, S. D., not unreasonable. 





DEFICIT STATUS OF M. & W. 


Assistant Director C. V. Burnside, of the Commission’s 

bureau of finance, in finance No. 5897, deficit status of Mis- 
sissippi & Western Railroad Co., has recommended that the 
Commission find that the provisions of section 204 of the trans- 
portation act, 1920, are not applicable to the carrier mentioned 
and that its claim for reimbursement of deficit, for $22,796.82, 
must be dismissed. 
The claimant is a 12-mile lumber-carrying road in Mis- 
sissippi built in 1917 to enable a lumber company which financed 
its construction to get its lumber to market. This claim was 
not filed until 1926, when it was prepared and presented, 
according to the proposed report, by an attorney. 

Mr. Burnside said that the Commission should find that 
the claimant was not engaged in “general transportation” within 
the meaning of those words used in section 204 and that its 
accounts did not afford a satisfactory basis for the ascertain- 
ment of deficit, if any, required by that section. 


NEW LINE NOT NEEDED 


The Commission, by division 4, in Finance No. 6550, pro- 
posed construction by Northern California Railroad Co., has 
found that the present and future public convenience and neces- 
sity have not been shown to require the acquisition by the 
Northern California of a line of railroad and the construction 
of an extension thereof in Plumas and Lassen counties, Cali- 
fornia. The application has been denied. The proposed line is 
about 31 miles long, extending from a point near Crescent Mills 
on the Indian Valley Railroad to a point near Westwood, Calif., 

The applicant proposed to acquire 14 miles of the private 
logging railroad of the Red River Lumber Co., beginning at the 
end of the Fernley-Lassen branch of the Southern Pacific at 
Westwood and extending to a point near the south end of Lake 
Almanor. 

_ The Western Pacific intervened in support of the applica- 
tion. The Southern Pacific and Central Pacific, the Commission 
of Nevada, and a number of lumber companies and civie organ- 
ization intervened in opposition. Approval of the application 
would have resulted in placing the Western Pacific in competi- 
tion with the Southern Pacific for the tonnage of the lumber 
company owning the private log railroad. The value to be placed 
upon the logging railroad, the applicant said, would be left 
to the Commission, but that it should not exceed $398,000. 

The Commission in its conclusion said that no new territory 
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would be opened that could not be served by existing carriers. 
It called attention to the fact that the applicants’ directors were 
officials of the lumber company, and that the subscribers to its 
stock, except one share, were officials of the lumber company. 
The Commission said the evidence indicated that the applicant 
would be controlled by the lumber company or its stockholders, 
and that it had heretofore found that such conditions did not 
make for fair and equal competition between the railroad serv- 
ing an industry. 

The Commission said that its denial of the present applica- 
tion was without prejudice to the application of the Western 
Pacific in Finance No. 7440. In that docket the Western Pacific 
asks for a certificate of convenience and necessity authorizing 
the construction of an extension from Paxton or Keddie, Calif., 
by way of Westwood to a connection with the proposed extension 
of the Great Northern at Lookout, Calif. The Commission said 
the record in the present proceeding showed that the Western 
Pacific intended to arrange for trackage rights over the pro- 
posed lines to Westwood in the event the application were 
granted. 


INTERCHANGE OF TRACKAGE 


By an interchange of trackage rights over the rails of 
non-operating subsidiaries, near Columbus, O., the Chesapeake. 
& Ohio and the Baltimore & Ohio obtain the benefits of a 
double track where each now has only a single track. In addi- 
tion the Chesapeake & Ohio and the Hocking, its subsidiary, 
avoid the necessity for the expenditure of about $417,000, which 
is what it is estimated it would cost that carrier to provide 
needed main-line facilities. 

The Commission, by division 4, in finance No. 7578, a joint 
application by the two trunk lines, has approved a contract, 
having a term of 25 years, whereby they effect a trading of 
rights to use each other’s main-line tracks. Their main-line 
tracks parallel each other for about six miles in Ross county, 
Ohio, just south of Columbus. In 1928, the report shows, the 
Chesapeake & Ohio moved more than 24,000,000 tons of west- 
bound coal over that stretch of single-track main-line. The 
two carriers are to share in the cost of keeping up the two 
stetches of track in proportion to use. The subsidiaries the 
tracks of which are to be used to afford each railroad the ben- 
efits of a double-track main-line are the Toledo & Cincinnati, 
owned by the Baltimore & Ohio, and the Chesapeake & Hock- 
ing, owned by the Chesapeake & Ohio. 


N. Y. C. UNIFICATION 


An order authorizing unification of New York Central sys- 
tem lines has been entered by the Commission in a supplemental 
report in Finance No. 5690, New York Central unification, and 
Finance No. 5688, acquisition of control by Cleveland, Cincinnati, 
Chicago & St. Louis Railway Co. 

Offers of the New York Central Railroad Company to ac- 
quire specified short-line railroads have been found to be in 
compliance with the condition prescribed in the previous report, 
150 I. C. C. 278, and further conditions have been prescribed. 

Entry of an order of authorization and approval had been 
deferred by the Commission until the New York Central showed 
by proper proof compliance with the condition as to acquisition 
of short lines. 

The short lines involved are the Boyne City, Gaylord & 
Alpena Railroad Company, the Chicago, Attica & Southern Rail- 
road Company, the Federal Valley Railroad Company, the steam 
lines of the Fonda, Johnstown & Gloversville Railroad Company, 
the southern segment of the Owasco River Railway, and the 
Ulster & Delaware Railroad Company. 

In the original decision the Commission found that pre- 
servation of these lines was required by public convenience and 
necessity and made its authorization of the New York Central 
unification plan subject to the condition “that before the pro- 
posed leases shall become effective, the New York Central 
shall offer to acquire the specified short lines for considerations 
equal to their commercial value as determined (a) by agree- 
ment between the parties or (b) by arbitration in the manner 
prescribed in the leases for valuation of minority shares of 
stock of the lessors, and hereafter approved by us.” 

The Commission said it was shown that the New York 
Central had obtained an option to purchase for $75,000 in cash 
all the Owasco’s stock from the International Harvester Com- 
pany, The New York Central will file an application asking 
authority to acquire the stock. The Commission approved this 
procedure. 

Arbitration proceedings have been agreed to in the cases of 
the other lines with the exception of the Fonda. It was con- 


tended by the Fonda as well as some of the other short lines 
that the request of the New York Central for a final order was 
premature and that there had not been compliance with the 
condition as to the short lines. 
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“However inadequate the initial offers of the New York 
Central may have been deemed by the short lines,” said the 
Commission, “once the fact of irreconcilable disagreement be- 
came fixed, it was the duty of the parties to resort to arbitra- 
tion. Since provision for arbitration has or can yet be made 
by legally enforceable contracts, and those contracts will bind 
the New York Central to make further offers in accordance with 
the awards of the arbitrators, as approved by us, we think the 
contentions of the Attica, the Fonda, the Federal Valley and the 
Ulster are without merit.” 

In its conclusion, the Commission said: 


We are of opinion and find that the offers of the New York 
Central, and steps taken subsequent thereto, are in bona fide com- 
pliance with the condition prescribed in our previous report. We 
believe, nevertheless, fhat additional precautions may reasonably 
and ought to be provided in order to insure that there be no mis- 
carriage in the final consummation of our purposes. Accordingly our 
authorization and approval herein will be upon the further express 
conditions: : ae ; 

1. That opportunity be accorded to the Fonda within six months 
from the date hereof to designate an arbitrator and thereupon be 
entitled to arbitration in accordance with applicable provisions of 
the leases and to receive an offer from the New York Central for 
the purchase of its steam railroads in accordance with the award 
of the arbitrators. 

2. That nothing herein shall be construed to relieve the Big Four 
,or the New York Central from compliance with provisions of law 
applicable to any assumption of obligations and liabilities, etc., by 
virtue of execution of the proposed leases. 

3. That no stock of the lessor companies shall be sold or other- 
wise disposed of by the Big Four or by the New York Central without 
authority from us first had and obtained. 

4, That all conditions heretofore prescribed by us in this proceed- 
ing shall remain in full force and effect. C 

An order authorizing and approving the proposed acquisitions of 
control, upon the conditions aforesaid, will be entered; but jurisdiction 
is retained to reopen the proceeding, on our own motion or for good 
cause shown, for the entry of such supplemental orders herein as 
we may deem necessary or appropriate. 


Commissioners Eastman, McManamy and Taylor dissented 
for reasons stated in their dissents to the original report in 150 
I. C. C. 278. 

Under the order of the Commission the Cleveland, Cincin- 
nati, Chicago & St. Louis Railway Company is authorized to 
acquire control, by lease, of the Cincinnati Northern Railroad 
Company and of the Evansville, Indianapolis & Terre Haute 
Railway Company, and the New York Central is authorized to 
acquire control of the Cleveland, Cincinnati, Chicago & St. 
Louis system, including all right, title and interest of the latter 
company in the Cincinnati Northern, the Evansville, Indianapolis 
& Terre Haute, the Peoria & Eastern, and the Kankakee & 
Seneca; of the Michigan Central, and of the Chicago, Kalamazoo 
& Saginaw. 


UNCONTESTED FINANCE CASES 


Report and order in Finance No. 7417, authorizing the Buffalo, 
Rochester & Pittsburgh Railway Co. to procure the authentication 
and delivery of $756,000, principal amount, of consolidated-mortgage 
bonds to reimburse the applicant’s treasury, in part, for expenditures 
made for capital purposes, approved. . 

Report and order in Finance No. 7654, authorizing the Columbus 
& Greenville Railway Co. to issue at par $450,000 of equipment-trust 
notes, series A, in connection with the procurement of 300 box cars, 
approved. 

Report and certificate in F. D. No. 7601, authorizing the Louis- 
ville & Nashville Railroad Co. to abandon a branch line of railroad 
in Tuscaloosa county, Ala. (extending from Arle in a westerly direc- 
tion to Docray, a distance of approximately 2 miles), approved. 

Report and certificate in Finance No. 6191, authorizing the Detroit, 
Toledo & Ironton Railroad Co. and the Toledo-Detroit Railroad Co. to 
abandon part of a line of railroad in Monroe county, Mich. (extending 
from a point of intersection with the Dundee branch of the New York 
Central, Lansing division, to an intersection with a line of the Detroit 
& nee Railroad Co., at a point south of Petersburg, 6.98 miles), 
approved. 


FINANCE APPLICATIONS 


Finance No. 7686. Monongahela Railway Co. asks authority to 
issue $4,000,000 of common capital stock, consisting of 80,000 shares 
of par value of $50 a share, and $10,000,000 of first consolidated mort- 
gage 4% bonds to refund and retire $5,000,000 of first and refunding 
mortgage 4% bonds; to pay advances made to the Chartiers Southern 
of $2,161,781.80; and to reimburse applicant’s treasury for expendi- 
tures made for additions and betterments. The stock will be de- 
livered to applicant’s proprietor companies and the bonds are to be 
sold at best price obtainable. Applicant has matter of sale of bonds 
up with J. P. Morgan & Co. and Kuhn, Loeb & Co. 

Finance No. 7687. Wichita Falls & Southern Railroad Co., asks 
authority to extend its line from Wichita Falls, Tex., to Waurika, 
Okla., 35 miles, by acquiring by contract the right from the Wichita 
Falls & Oklahoma Railway Co., the Wichita Falls & Oklahoma Rail- 
road Co., of Oklahoma, the Wichita Valley Railway Co., and the Fort 
Worth & Denver City Railway Co., to operate jointly with those com- 
_—™ freight and passenger trains between Wichita Falls and 

aurika. 

Finance No. 7689. Los Angeles & Salt Lake Railroad Co. asks 
authority to construct a branch line from a point approximately 6.83 
miles south of Las Vegas, easterly approximately 22.6 miles, in Clark 
count, Nev. From the terminus of the branch the construction will 
be carried forward by the government to the site of the proposed 
Boulder Dam on the Colorado River. The construction of the branch is 
necessary, according to applicant, for the transportation of men and 
material necessary in the construction of Boulder Dam. 

Finance No. 7683. St. Louis-Southwestern Railway Co. asks au- 
thority to extend its line from Malden to Gideon, Mo., and from Hor- 
nersville to Caruthersville, Mo., by acquisition of the railroads of 
the Gideon & North Island Railroad Co., and the Deering South- 
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western Railway, now controlled by the applicant through stock own- 
ership as authorized in Finance No. 7032. 

Finance No. 7684. St. Louis Southwestern Railway Co. asks au- 
thority to extend its line from Leachville to Rivervale and Fair Oaks, 
Ark., and to Memphis, Tenn., by acquisition of the railroads of the 
Blytheville, Leachville & Arkansas Southern Railroad €o., now con- 
trolled by the applicant through stock ownership as authorized in 
Finance No. 7032; and by the construction of a new line connecting 
such railroads at Truman, Ark., and by operation under joint facility 
trackage contracts between Fair Oaks and Bridge Junction, Ark., over 
the railroad of the Missouri Pacific and between Bridge Junction, 
Ark., and Memphis, Tenn., over the railroad of the Arkansas & Mem- 
phis Railway Bridge & Terminal Co. 

Finance No. 7682. Missouri & North Arkansas Railway Co., W. 
Stephenson, receiver, asks authority to issue $500,000 of receiver's 
certificates to provide funds necessary for continued operation of 
property, to refund $250,000 of certificates, and to provide funds to 
apply against debts having priority over those secured by mortgage. 
aoadge wena age bear 6 per cent interest and to be disposed of at not 
ess an 98. 


COMMISSION ORDERS 


Finance No. 3385 (supplemental order), construction of ex- 
tension by Cambria & Indiana. The time prescribed in said 
certificate as extended, within which the Cambria & Indiana 
shall commence and complete the construction of the extension 
of its railroad therein authorized, has been further extended to 
July 1, 1930 and June 30, 1931, respectively. 

No. 22300, Missouri Portland Cement Co. vs. Abilene & 
Southern et al. Consolidated Cement Corp. and Dewey Portland 
Cement Co. permitted to intervene. 

No. 19693, Hugo Strauss Packing Co., Inc., vs. Alabama & 
Vicksburg et al., and No. 20565, Same vs. Same. The order 
entered in these proceedings on April 30, 1929, which was by 
its terms made effective on July 22, 1929, upon not less than 30 
days’ notice has been modified so that it will become effective 
on July 22, 1929, upon not less than 10 days’ notice instead of 
said 30 days’ notice. 

No. 13576, B. J. Carney & Co. et al. vs. Director-General, as 
agent, Santa Fe et al. Proceeding reopened for further hearing. 

No. 22164, Southern Pine Association vs. Ahnapee & Western 
et al. Traffic Bureau of Davenport (Ia.) Chamber of Commerce 
permitted to intervene. 

No. 22103, Kalbfleisch Corp. vs. Boston & Albany et al. 
a Makers Chemical Corp. dismissed as a party intervener 

ereto. 

No. 17000, part 2, western trunk line class rates. Petition 
of Minnesota Railroad and Warehouse Commission and others 
for further hearing, denied. 

No. 22210, Southern Pine Association vs. Abilene & South- 
ern et al. The Vaughan Lumber Co. permitted to intervene. 

No. 21593, National Mortar & Supply Co. vs. Pennsylvania 
et al. Carbon Limestone Co. and New Castle Lime and Stone 
Co. permitted to intervene. 

No. 22102 (and Sub. 1), Cherry-Burrell Corp. et al. vs. 
Santa Fe et al. The O. A. Smith Agency, Inc., and Hutchinson 
Egg Case Filler Co. permitted to intervene. 

I. and S. No. 3148, petroleum and its products from points 
in Wyoming to South Dakota. Petitions of railroad commis- 
sioners of state of South Dakota and Public Service Commission 
of state of Wyoming for reconsideration or further hearing, 
denied. 

No. 22263, Richmond Mica Corp. vs. Akron, Canton & Youngs- 
town et al. J. B. Preston Co., Inc., and English Mica Co. per- 
mitted to intervene. 

Finance No. 7460, application of Chesapeake & Ohio for au- 
thority to acquire control of certain carriers. East Kentucky 
Southern permitted to intervene. 

No. 16747 (and Sub. 1), George W. Pyott Sand & Gravel 
Co. et al. vs. Santa Fe et al. The order entered herein on May 
13, 1929, by which parties were given 45 days from the date 
thereof within which to file statements of shipments and over- 
charges, has been modified by extending the time within which 
= eo ' arenes of shipments and overcharges until August 

No. 20497, Bakelite Corp. vs. Erie et al. The order entered 
in this proceeding on April 12, 1929, which was by its terms 
made effective on July 1, 1929, upon not less than 30 days’ notice, 
has been modified so that it will become effective on July 1, 
aot upon not less than one day’s notice instead of 30 days’ 
notice. 

No. 22267 (and Sub. 1), Missouri Gravel Co. vs. Burlington. 
Hannibal Shippers’ Association permitted to intervene. 





CHANGE IN DOCKET 


Hearing in docket 22211, Cabranette Corporation against the 
B. & O. and others, set for July 5, at Chicago, before Examiner 
Crowley, was canceled. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





LOSS OR OR INJURY TO GOODS 


(Court of Appeals of Ohio, Summit County.) S. contracted 
with H. to transport his machine; while H. was doing so, the 
machine slid off of his truck and was damaged, and H. engaged 
E. to reload the machine; while so reloading said machine, E.’s 
negligence caused further damage to it. 

Held, H. is responsible to S. for the damage caused by his 
negligence and the negligence of E.—Harris et al. vs. Stoley, 166 
North Eastern Reporter, 428. 

(Supreme Court of Minnesota.) A party is not entitled to 
judgment notwithstanding the verdict, if it appears reasonably 
probable that upon a new trial defects in proof may be supplied. 
—Garbisch et al. vs. American Ry. Express Co., 225 North West- 
ern Reporter, 432. 

Whether a sufficient foundation is laid for the introduction 
of written documents and memoranda is largely within the dis- 
cretion of the trial court.—lIbid. 

To prove the loss of chicks shipped by the plaintiffs and 
transported by the defendant they offered the receipt issued to 
the consignee upon payment of express charges by the express 
agent at the destination point, corresponding in details of infor- 
mation to the shipping receipt issued at the point of origin, on 
which was noted the fact of the loss and the condition of the 
shipment at the point of destination. All the receipts in evi- 
dence carried such notations. The shipping receipt and the con- 
signee’s receipt with such notations showed a business transac- 
tion between the parties and were admissible in evidence in 
proof of it and in proof of the loss of chicks.—Ibid. 

A letter received by the plaintiffs on a C. O. D. shipment 
from the agent of the company at the point of destination, show- 
ing loss of property shipped, is competent.—Ibid. 

In 25 causes of action there was evidence sufficient to sus- 
tain a finding that the defendant was negligent.—Ibid. 

In 5 causes of action there was no proof as to the condition 
of the chicks when delivered for shipment, and no proof of 
actual negligence. No right of recovery was proved.—Ibid. 





Shi . ¢ @ 
ipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





(District Court, E. D. New York.) Under charters providing 
that hire should continue until hour of day of ship’s redelivery 
in like good order and condition, ordinary wear and tear ex- 
cepted, charterer was liable in damages for excess of ordinary 
wear and tear, together with detention for repairs.—N. V. Zuid 
Hollandsche Sheepvaarts Maatschappij vs. Munson §S. S. Line, 32 
Federal Reporter (2d), 536. 

Charterer held liable for damage to vessel caused by steve- 
dores while vessel was under charter.—Ibid. 

Charterer held liable for value of use of vessel during time 
it be laid up for making repairs for which charterer was liable. 
—Ibid. 

(District Court, S. D. New York.) Shipowner held negligent 
in omitting to correct identifying marks on shipment of apples, 
and adding “g, & K.” on dock receipt, and not exonerated from 
liability because of reluctance or refusal of shipper’s agent to 
assent to such marketing in dock receipt; it being shipowner’s 
duty, under Harter act, section 4 (46 USCA, section 193), to issue 
to shipper bill of lading or shipping document stating, among 
other things, marks for identification, number of packages, or 
quantity—Herschel Jones Marketing Service, Inc., vs. United 
States, The Argosy, 32 Federal Reporter (2d), 530. 

Shipowner held liable for damages resulting from its failure 
to identify libelant’s apples and separate them from others to 
attain proper delivery, where evidence did not show fault on 
part of shipper for failure to mark.—Ibid. 

(District Court, E. D. New York.) In libel for shortage in 
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shipment of gum copal, evidence held to show that shipment was 
not properly cared for or suitably protected by ship and that loss 
and damage sustained by blocking thereof were due solely to 
ship’s fault—tInnes & Co., Inc., vs. Nederlandsche Amerikaan- 
sche Stoonvaart Maatschappij, Nederlandsche Amerikaansche 
ana Maatschappij vs. Innes & Co., 32 Federal Reporter 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 

(Circuit Court of Appeals, Eighth Circuit.) Where applica- 
ble tariff rules governing reconsignment of carliads of grain 
provided that when disposition order is received by carrier prior 
to expiration of free time there shall be no reconsignment charge, 
but if given after expiration of free time stated amount was to 
be charged, held, that consignee failing to give disposition order 
within free time became liable for reconsignment charges.—Van 
Dusen Harrington Co. vs. Northern Pac. Ry. Co., 32 Federal Re- 
porter (2d), 466. 

In construing a railroad tariff the entire instrument must be 
visualized, and effect must be given to every word, clause and 
sentence to the end that general and specific provisions in ap- 
parent contradiction may subsist together.—Ibid. 

Carrier failing to give consignee of carloads of grain notice 
of location of hold tracks on which cars were placed for purposes 
of inspection, as required by tariff rules filed by carrier, held 
not entitled to recover reconsignment charges.—Ibid. 

(District Court, W. D. Missouri.) In suit to enjoin operation 
of order of Interstate Commerce Commission directing plaintiffs 
to cancel certain proposed schedules theretofore filed with Com- 
mission, court must, if necessary, go behind reasons assigned by 
Commission or its counsel for making order, and determine for 
itself validity of order—Wallower et al. vs. United States, 32 
Fed. Rep. (2d), 524. 

Where findings of Interstate Commerce Commission on ques- 
tion of reasonableness and discrimination were supported by 
substantial evidence, they were not reviewable by court.—lIbid. 

(Supreme Court of Montana.)—Injunction lies at instance 
of one entitled to operate transportation line for hire between 
fixed termini, under permit granted under Laws 1923, c. 154, as 
amended by Laws 1925, c. 103, to prevent competitor, operating 
without permit, from conducting same business over the same 
route.—Stoner vs. Underseth et al., 277 Pacific Reporter, 437. 

In suit to enjoin defendants from operating trucks in inter- 
state commerce over route served by plaintiff, holder of permit 
granted under Laws 1923, c. 154, as amended by Laws 1925, c. 
103, evidence held not to show that defendants were operating 
under oral permit which had never been revoked.—Ibid. 

Chairman of boad, as such, had no authority apart from 
board to grant oral permit, under Laws of 1923, c. 154, as 
amended by Laws 1925, c. 103, granting defendants right to oper- 
ate trucks over route served by plaintiff holding permit.—Ibid. 

“Private carrier” is one who agrees by special agreement or 
contract to transport persons or property from one place to 
another either gratuitously or for hire; one who undertakes for 
transportation in particular instance only, not making it voca- 
tion, and not holding himself out to public ready to act for all 
who desire his services.—Ibid. 

One who follows carrying for livelihood, or who gives out to 
world in any intelligible way that he will take goods, persons or 
chattels for transportation or hire is “common carrier,’ even 
though he has no fixed schedule of charges, does not operate 
over definite route, does not always load his vehicle to capacity, 
and refuses on occasion to accept freight or passengers whether 
vehicle is engaged or not.—Ibid. 

Common carrier cannot, by making contracts for future 
transportation, prevent or postpone assertion by state of power 
to regulate it.—Ibid. 

Regulation of motor transportation for protection of public 
is legitimate exercise of police power of state.—Ibid. 

Where defendants maintained their motor trucks over route 
described in plaintiff’s permit under mail contract and employ- 
ment by certain firm to haul machinery, etc., but obtained freight 
and passengers for transportation for hire along route, as a busi- 
ness and as means of livelihood and so timed their trips as to 
secure business in advance of plaintiff’s scheduled trips, their 
activities constituted operation as common carriers.—lIbid. 
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That plaintiff was not furnishing adequate transportation 
service by motor truck under permit granted under Laws 1923, 
c. 154, as amended by Laws 1925, c. 103, did not justify defend- 
ants in entering into competition with him without a permit.— 
Ibid. 

Laws 1923, c. 154, as amended by Laws 1925, c. 103, regu- 
lating common carriers operating motor trucks, does not violate 
due process provision of Constitution.—Ibid. 

Exemption under subdivision (e) of section 1 of Laws 1923, 
c. 154, providing that railroad commissioners may exempt from 
operation of act transportation of freight or passengers by motor 
vehicle in rural communities when not done on commercial basis, 
did not aid defendants who were transporting freight and pas- 
sengers for hire on commercial basis for purpose of making 
livelihood over route described in plaintiff’s permit.—Ibid. | 

That part of route cannot be covered by motor transporta- 
tion for part of year cannot oust Commission from jurisdiction, 
under Laws 1923, c. 154, as amended by Laws 1925, c. 103, to 
regulate transportation by motor vehicles over route, in so far 
as such transportation can be maintained.—Ibid. 

That part of route was covered by horses and sleighs dur- 
ing winter did not change character of carrier operating motor 
trucks from that of common or public carrier to that of private 
carrier.—Ibid. ; 

Where plaintiff, holding permit from Railroad Commission 
under Laws 1923, c. 154, as amended by Laws 1925, c. 1038, to 
furnish motor transportation, filed schedule agreeing to make 
daily round trips from June 1 to November 1, and but one-way 
trips the remainder of the year, stating that winter schedule 
could not be shown exactly on account of road conditions, serv- 
ice was sufficient, since, under Rev. Codes 1921, section 8760, 
law never requires impossibilities.—Ibid. 

That court’s conclusion that defendants had no right to 
operate motor vehicles in interstate commerce over plaintiff's 
route as common carriers for hire or otherwise did not correctly 
state law was immaterial, where objectionable phrase was not 
carried forward into judgment and injunction.—Ibid. 

Court of equity has no jurisdiction to enjoin commission of 
crime merely as a crime, and thus substitute contempt proceed- 
ings for constitutional trial by jury as means of punishing future 
violations of prohibitory statute.—Ibid. 

In suit to enjoin defendants from operating motor vehicles 
in intrastate commerce over route served by plaintiff operating 
under permit granted under Laws 1923, c. 154, as amended by 
Laws 1925, c. 103, injunction prohibiting defendants from vio- 
lating provisions of act or rules and regulations of Commission 
at any time in future and on any route, whether in competition 
with plaintiff or otherwise, held to exceed jurisdiction of court. 
—lIbid. 

In suit to enjoin defendants from operating motor vehicles 
in intrastate commerce over route served by plaintiff under per- 
mit granted under Laws 1923, c. 154, as amended by Laws 1925, 
c. 103, injunction restraining defendants from operating motor 
vehicles over route described in intrastate commerce in receiv- 
ing, carrying or discharging freight, passengers, etc., to or from 
points mentioned, over highways extending between termini and 
from violating, or attempting to violate, provisions of statute, 
held not to prohibit defendants from discharging their contrac- 
tual obligations as private carrier; term “commerce” as used 
meaning business intercourse; commercial intercourse on busi- 
ness basis.—Ibid. 

(Supreme Court of Florida.) Return to sufficient alternative 
writ of mandamus must state all facts relied on by respondent 
with such certainty as to enable court to pass on sufficiency of 
return.—State ex rel. Davis, Atty. Gen., et al. vs. Atlantic Coast 
Line R. R. Co., 122 Southern Reporter, 256. 


Great strictness of pleading is required in return to alterna- 
tive writ of mandamus, where return set up matters of confes- 
sion and avoidance.—Ibid. 


General denial in answer in mandamus may be qualified or 
explained by positive averments of answer.—Ibid. 

By moving for peremptory writ on pleadings, in mandamus 
proceedings, relators admit truth of well-pleaded averments in 
answer or return, but do not admit conclusions not sustained by 
allegations of fact.—Ibid. 

Motion for peremptory writ of mandamus, notwithstanding 
the answer, contemplates a final order quashing or dismissing 
the alternative writ or granting peremptory writ.—Ibid. 

Certificate issued railroad by Interstate Commerce Com- 
mission stating that public convenience and necessity required 
construction and operation of extension, in accordance with 
application of railroad to extend line from Perry to point at or 
near Monticello to form connecting link between existing lines 
having their termini at these points, held not to give railroad 
implied authority to abandon its old track running into town of 
Monticello, where railroad removed track outside town and 
erected new station at point mile or more distant from town, 
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under transportation act 1920, section 402, amending interstate 
commerce act of 1887 (49 USCA, section 1 (18, 20)); daily opera- 
tion of trains in state being required by Comp. Gen. Laws 1927, 
section 6707 (Rev. Gen. St. 1920, section 4621.—Ibid. 

If railroad’s abandonment of its old trackage and removal of 
its line and depot outside of town resulted in better feight and 
passenger service than formerly, such fact would nevertheless 
not justify abandonment of old line into town without certificate 
of authority for such abandonment from Interstate Commerce 
Commission under transportation act 1920, section 402, amend- 
ing intrastate commerce act of 1887 (49 USCA, section 1 (18, 
20)).—Ibid. 

(Supreme Court of Arkansas.) Tariffs are to be construed 
most strongly against party preparing them, and all doubts or 
ambiguities must be resolved in favor of shipper.—Swift & Co. 
vs. Ft. Smith & W. Ry. Co., 16 South Western Reporter (2d), 
1001. 

Where it is found that more than one tariff applies to par- 
ticular shipment, the one most favorable to shipper ‘must be 
applied.—Ibid. 

Perishable protective tariff rule 630, approved by Interstate 
Commerce Commission, providing that carriers, on reasonable, 
notice, will furnish shippers use of refrigerator cars to be load 
by shippers at their own expense when aggregate weight of 
shipment is not less than 15,000 pounds per car or when freight 
charges are assessed on that basis, applies only where shipper 
has exclusive use of car in which shipments were made, and its 
contract entitles it to this use.—lIbid. 

Burden of proving that shipper had exclusive use of re- 
frigerator car in which shipments were made was on carrier 
suing for undercharges on freight shipped, where application of 
perishable protective tariff rule 630 required showing that ship- 
per had exclusive use of car.—Ibid. 

In suit by carrier for undercharges on freight shipped, evi- 
dence held sufficient to sustain finding that perishable protective 
tariff rule 630, providing that carriers on reasonable notice will 
furnish shippers use of refrigerator cars to be loaded by shippers 
at their own expense, when aggregate weight of shipment is not 
less- than 15,000 pounds per car, or when freight charges are 
assessed on that basis, applied.—Ibid. 

Perishable protective tariff rule 610, covering what is called 
“Scheduled Refrigerator Car Service,” applies only to car service 
operated by carriers on fixed days of week, cars moving without 
orders from, shippers, over defined route of which @H. shippers 
may take notice and ship accordingly.—Ibid. ; : 

Where case was heard by consent by court without jury, if 
testimony tending to support finding is, with inferences*reason- 
ably deducible therefrom, legally sufficient to support it; Supreme 
Court must affirm judgment so far as sufficiency of testimony is 
concerned.—Ibid. 


RATE POWER CURTAILED 


(By W. Y. Wildman, Traffic Manager, Illinois Coal Traffic Bureau) 

The Illinois Supreme Court has just handed down a deci- 
sion which has the effect of greatly curtailing the power of the 
Illinois Commerce Commission to prescribe freight rates within 
this state. The decision in question is in the case entitled In 
re A. T. & S. F. Ry. Co. et al. vs. Illinois Commerce Commission 
ex rel. Illinois Coal Traffic Bureau, Nos. 19169 and 19258, consoli- 
dated. 

The case was an appeal from a decision of the Commerce 
Commission in three cases wherein rates on coal from Illinois 
mines to Peoria were ordered reduced in amounts ranging from 
6 cents to 22 cents a ton. The carriers appealed to the Circuit 
Court of Peoria County, and this court affirmed the decisions 
of the commission. The case was then again appealed to the 
State Supreme Court, which body has now reversed the lower 
court with instructions that the cases be remanded to the com- 
mission for further hearing. 

The case is of great importance to all shippers and re- 
ceivers of freight within the state because of the fact that it 
virtually takes away the power of the Illinois commission to 
prescribe rates. 

The essential ground for reversal of the lower court and 
the failure to affirm the commission’s decision was because of 
the lack of specific evidence as to operating conditions in stip- 
port of rate comparisons. The court has gone so far as to say 
that rate comparisons cannot be received by the commission 
unless a showing is made as to all operating conditions under 
each specific rate attacked or used for comparative purposes. 
General statements as to operating conditions will not suffice, 
but they must be shown specifically. The court says: — 


Comparison of existing charges made under similar -conditions 
and of ton-mile earnings constitute proper evidence for consideration 
in determining what are reasonable rates. The qualifications that the 
charges were made and the ton-mile earnings gained under similar 
conditions is essential to the probative value and competency of such 
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rate comparisons./(Alton and Southern Railroad vs. Commerce Com. 
316 Ill. 625; Commerce Com. vs. Cleveland, Cincinnati, Chicago and St. 
Louis Railway Co. supra.) The mere comparison of distances, rates 
and ton-mile earnings affords no basis for the,fixing of rates in any 
case. Not only must similarity of distance be shown to justify the 
admission of rates for comparison, but also similarity ‘of, operating 
conditions, the construction of the railroads, their grades and curves, 
the size of the trains, the density of the traffic, the volume, com- 
petitive conditions, and all other circumstances which may affect the 
rate, must be shown and given consideration.~__. 


It is a physical impossibility for a shipper or receiver of 
freight to ascertain the traffic density over particular stretches 
of track to testify with first-hand knowledge as to the grades, 
curves, bridges, cuts, fills and tunnels or to find out the tractive 
effort of the locomotives. This might be possible to do in a few 
isolated cases, but where hundreds, and more often thouSands, 
of rate comparisons are introduced, it becomes impossible to 
show the situation except in a broad, general way. 

Of course, similarity of conditions should be given some 
consideration in determining rate levels, as otherwise we would 
have nothing but rigid distance rates throughout the country. 
Incidentally, there is a decided trend in this direction on the 
part of the Interstate Commerce Commission in recent years. 
It would seem, however, the Illinois Supreme Court has gone 
too far, in that under its findings, it is impossible for a shipper 
to make a case before the commission that will meet the re- 
quirements prescribed. Note the court says that the specific 
operating conditions surrounding each rate attacked or used 
for comparative purposes must be given to make the comparison 
competent. In other words, that rate comparisons are not even 
properly receivable in evidence until all of the conditions have 
been shown. A better and more logical ruling would have been 
that operating conditions should effect the weight to be given 
to rate comparisons. This is substantially the rule under Inter- 
state Commerce Commission practice, and no good reason ap- 
pears why it should not apply in connection with litigation 
before the state regulating bodies. 

Applications for reconsideration are to be filed with the 
court appellees in this case, including the Attorney-General. It 
is hoped that the court will grant these petitions, and, after 
further argument, modify its ruling so that the shippers in this 
state will not be left entirely to the mercy of the carriers in 
their Illinois intrastate rates. 


HOCH-SMITH NON-FERROUS METALS 


A program for beginning and conductirg No. 17000, part 12, 
Hoch-Smith non-ferrous metals, has been prepared by the Com- 
mission. Hearings will be begun October 7, before Examiners 
Mullen and Carney, at the Hotel Sherman, Chicago. The list 
of commodities covered by the order of investigation has been 
broadened so as to include the following: 


Copper, brass or bronze: Bars (rough cast), cakes, pigs or slabs; 
ingots and anodes; ashes, skimmings, sweepings and washings; bar 
or rod, drawn, extruded or rolled; blank (unfinished shapes), tinned 
or not tinned, N. O. I. B. N.; borings or turnings; castings, N. O. I. 
B. N.; moldings, N. O. I. B. N., unfinished; pipe or tubing, N. O. I. 
B. N.; plate or sheet, N. O. I. B. N., other than perforated or silver 
plated; plate or sheet, N. O. I. B. N., perforated; scrap; strip; copper 
slimes or electrolytic copper mud; copper residues; blister copper; 
copper ore; copper concentrates; copper matte. 

Lead: Acid chamber residuum; antimonial; bar, block or ingot; 
pig or slab; scrap; sheet; dross, skimmings and ashes; type metal; 
terne metal; solder; babbitt metal or white metal alloys; lead ore; 
lead concentrates; lead matte. 

Zinc: Bar or rod; pig or slab (spelter); plate or sheet, perforated, 
and N. O. I. B. N.; anodes; scrap; shavings; dross, skimmings, and 
ashes; zine lead residue; die cast metal; zinc ore; zinc concentrates. 

Antimony: Metal, cakes or slabs; sulphide of antimony. 

_ Tin: Block, in bars, pigs or slabs; dross, skimmings, and sweep- 
ings, scrap; sheet, not tin plate. 


At the first hearing, says a notice issued by the Commission, 
respondents will be expected to introduce evidence descriptive 
of the present rate structure and its history; the competitive 
conditions, if any, which affect it; the transportation charac- 
teristics of the traffic, including such matters as volume of move- 
ment in general and in particular sections or between particular 
points, carloads, length of hauls, values, and any conditions 
which make the cost of transportation greater or less than 
normal as compared with other carload traffic; and comparisons 
of the rates and the unit earnings thereunder with correspond- 
ing rates and earnings in case of other commodities having 
like or more favorable transportation characteristics. Respond- 
ents will also be expected to present proposals for the readjust- 
ment of the present rates, if they are now of the opinion that 
readjustments should be made. 

The general shippers’ committees which have been consti- 
tuted will also be expected, says the notice, at this hearin and 
following respondents’ presentation, to submit such evidence 
concerning the industrial conditions affecting the commodities 
in issue and the freight rates thereon as they deem pertinent, 
especially in view of the Hoch-Smith resolution. Information 
is also desired with respect to the location of the ore production, 
the points at which smelters are located, the carriers handling 
the ore from producing points to smelters, the corporate rela- 
tionship, if any, of such carriers to either producing companies 
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or smelting companies, the points between which concentrates 
ordinarily move and the length of haul of ore and concentrates. 

Advice may subsequently be given in greater detail by the 
Commission to the carriers’ and shippers’ committees as to the 
matters particularly to be covered. It is desired that the evi- 
dence should be presented in as compact a form as possible, 
and that duplication should be avoided. Exhibits which it is 
proposed to introduce should be supplied by respondents to the 
general shippers’ committees and by the latter to the respond- 
ents at least ten days in advance of the hearing. Such other 
relevant evidence as may be offered at this opening hearing 
will be received, but it is probable that additional hearings‘ will 
later be held at certain other points. 

Inquiry has been made, says the notice, as to the extent 
to which intrastate rates may be involved in this investigation. 
Attention is called to the order and notice of March 12, 1925, 
when No. 17000 was instituted, in which it was pointed out that 
the proceeding would include the relationship between inter- 
state and intrastate rates, fares and charges. In the instant 
proceeding, for example, it has been brought to the attention 
of the Commission that a readjustment of the rates on smelter 
products may require consideration of the relation between 
interstate rates from various smelting points to Chicago, IIl., 
and the intrastate rates to the same destination from East St. 
Louis, Hillsboro, Danville, Peru, La Salle, Depue, and other 
smelter points in Illinois. It should be understood, therefore, 
that evidence concerning the relationship of interstate and intra- 
state rates will be received in this proceeding. 


RATES ON COAL 


At the hearing at Chicago before Examiner Crowley, July 1, 
in Docket 22111, New Florence Fire Brick Company and others 
against the A. & E. and others, complainants asked that rates 
on bituminous coal from central and southern Illinois mines to 
New Florence, Wellsville and Farber, Mo., be based on the Com- 
mission’s decision in the case known as intrastate rates within 
Illinois, reported in 142 I. C. C. 95. The complaint charges un- 
reasonableness of the existing rates ang seeks reparation on 
past shipments, as well as rates for the future. 

C. B. Ackerman, who presented the rate testimony for the 
complainants, illustrated the reductions that would result from 
the application of the basis sought by saying that it would re- 
duce the present rate of $2.115 a ton, applicable from Centralia, 
Ill., to Wellsville, for an average distance of 172 miles, to $1.47. 
He made comparisons between the rates attacked and those 
applicable between other points throughout Central Western 
and Eastern territory in support of complainants’ contention of 
unreasonableness of the existing rates. 

Frank H. Cull, traffic manager, New Florence Fire Brick 
Company and the Wellsville Fire Brick Company, and R. A. 
Boehne, of the Missouri Fire Brick Company, testified as to the 
paying and bearing of charges on past shipments. : 

According to H. J. Pollack, assistant to the coal traffic man- 
ager, C. B. & Q., the rates in issue were the result of the Com- 
mission’s decision in the coal cases of 1920, docket 10783, in 
which it required the establishment of definite relationships be- 
tween origin groups in Illinois on traffic to the territory in ques- 
tion as well as to other territory. Subsequent to the filing of 
tariffs in response to the Commission’s order in that case the 
tariffs were suspended in I. & S. 2346, but were later allowed to 
take effect, he said. The rates were said to be based on arbi- 
traries over the Mississippi River crossings and operating condi- 
tions were said to be extremely unfavorable for the portion of 
the haul in Missouri. 

As evidence that the rates were not unreasonable, W. H. 
Ogborn, assistant to freight traffic manager, C. & A., testified 
that there were larger brick manufacturing firms at Farber, Van- 
dalia and Mexico, Mo., than that of the complaining interest at 
Farber, and that no complaint as to the rates had ever been 
received from them. “If they (the rates) were working any 
hardship, these others would have brought complaints to us,” 
he said. 


TRAFFIC MANAGEMENT SURVEY 


“The importance of the traffic department in the organiza- 
tion of one firm reporting to the transportation division, in con- 
nection with its industrial traffic management survey, may be 
judged from its size,” says the Department of Commerce. “It 
reports 71 employes, including traffic manager, shipping clerk 
and manager, shipping department clerks, checkers, callers, 
order fillers and truckers. 

“In addition to the services more commonly rendered the 
sales department by an industrial traffic department, this firm’s 
traffic department not only checks salesmen’s expense accounts 
as to fares, purchases their tickets and furnishes them with an 
itinerary which shows the best trains, with hour of departure 
and arrival at destination. This, it is pointed out, saves the 
salesmen’s time by enabling them to wire prospective customers 
the hour of their arrival.” 
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Material Handling Survey 


Transportation Division of Department of Commerce Studies All Forms of Material Handling— 
Inter-plant, Rail Terminal and Marine Terminal Developments to Be Included— 
Improved Distribution Practices Sought 


(By Thomas E. Lyons, Chief, Packing and Materials Handling 
Section, Transportation Division, Bureau of Foreign and 
Domestic Commerce, Department of Commerce.) 


awakened to the fact that it is necessary to apply to 

distribution methods the same intelligence, engineering 
skill, research, and organization as are applied to producing 
results. This is reflected 
in the development of the 
new technical field in in- 
dustry—distribution engi- 
neering. Heretofore un- 
known to the industry, dis- 
tribution engineering is now 
recognized as an integral 
part of many of the larger 
industrial concerns of the 
country. 

Alvin E. Dodd, former- 
ly manager of the Domestic 
Distribution Department, 
Chamber of Commerce of 
the United States, expresses 
the whole situation as fol- 


lows: 

Profits earned by efficient 
fabrication must not be dis- 
sipated by a retardation in 
the movement of production 
from the factory tc the con- 
sumer. Essentially the distributive machinery is only a con- 
tinuance and extension of the fabricating machinery. De- 
ficiencies in the one offset and vitiate efficiency in the other. 
The whole structure is a unit; but, unfortunately, while we 
know much of one part of the process, we know little of the 
other. While a well-known engineer states that just as the 
engineer has concerned himself with establishing a more 
stream-like flow from the initial source of raw material to the 
assembling of the product, just so is it necessary that the engi- 
neer of the future shall concern himself with establishing a 
similar flow and a similar degree of control to the point of 
consumption. 


On Watch for Shippers 


The transportation division of the 
3ureau of Foreign and Domestic Com- 
merce is primarily concerned in acquaint- 
ing manufacturers and shippers with 
developments in the field of transpor- 
tation. Naturally, the many thousands 
of users of transportation and the hun- 
dreds of transportation agencies in the 
United States from time to time develop 
practices which result in savings for their 
immediate interests. It is the work of 
the transportation division to watch such 
developments and to study these devel- 
opments and pass the information on to 
the shipping public in such manner as 
will serve the best purposes. 

The packing and materials handling 
section of the transportation division has 
completed and published studies on the 
domestic and export packing practices. 
It has, with the assistance of trade asso- , 


[: the last two or three years manufacturers have 
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ciations, developed standards of quality and specifications 
of censtruction for all types of containers both for export 
and domestic shipment. The general acceptance of these 
standards has changed the reputation of American shippers 
from that of being the worst packers to the best packers 
of merchandise. 

While mechanical methods for material handling have 
been utilized for many years, the development has been along 
the line of bulk commodities. Manufactured goods, except 
when the handling was considered a part of the manufac- 
turing process, have been, in many cases, forced to bear the 
costly expense and delay of laborious manual handling. 


Standardization Necessary 


One of the outstanding causes tor the failure to adopt 
mechanical facilities for commodity movement was the lack 
of standardization equipment. Shippers in the past have 
been dubious of any savings resulting from the installation 
of expensive handling equipment for the short movement 
period which merchandise remains under their direct control. 

It was at the materials handling conference held by 
the Department of Commerce in June, 1928, that the first 
essential standardization was accomplished by the adoption 
of two clearance heights for skid platforms, 8 inches and 12 
inches, and of a minimum clearance of 29 inches between 
runners. With the agreement of lift truck manufacturers 
to conform to these standards and the general adoption by 
shippers, the use of skids has increased materially while the 
standards have been in effect. While the department real- 
izes that there are certain commodities that do not lend 
themselves readily for skid shipment, a great many others 
can be shipped in this manner at substantial savings and, in 
many cases, more safely than when shipped in individual 
containers. 

It has been estimated that the direct cost of material 
handling in the United States approximates $3,500,000,000 
a year, and of this amount $700,000,000 is estimated as the 
cost of material handling, loading and unloading goods that 
can be shipped on skid platforms. Investigations already 
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completed among a 
large number of 
users of skid plat- 
forms and lift 
trucks indicate di- 
rect savings rang- 
ing from 25 per 
cent to 90 per cent 
in cost of packing, 
handling, loading, 
and unloading. 
Skid Shipment 
Practice 
Until recently, 
the use of skid 
platforms and lift 
trucks has been 
confined largely to 
inter-plant move- 
ment. A_ greater 
field of activity has 
been restricted by 
the multiplicity of 
sizes and the im- 
practicability of re- 
turn of empty 
skids. As has been 
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noted, the efforts 
of the Department 
of Commerce on 
standardization has 
brought about the 
development of 
two skid sizes, and 
attempts are now 
being made to 
solve the problem 
of return empties. 
Several concerns 
are planning to es- 
tablish a chain 
of rental depots 
throughout the in- 
dustrial territory of 
the United States. 
By this method the 
shipper would rent 
skids from the de- 
pot in his city and 
the consignee 
would return the 
empties to the 
warehouse in his 
locality. This 
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square feet. There is railroad stor- 
age for over 500 cars. Tracks ex- 
tend the entire length of all piers. 
The 25-acre yard adjacent to the 
piers is devoted to the storage and 
distribution of lumber. 


MERCHANTS WAREHOUSE CO. 
Snowden Henry, Superintendent 


Eleven mammoth warehouses, con- 
veniently located throughout the 
city, provide over 1,300,000 square 
feet of excellent storage space. Each 
property is served by P. R. R. sid- 
ings. The Merchants Warehouse 
Company are the largest operators 
of warehouses in Philadelphia and 
are equipped to furnish all kinds of 
service incident to the handling of 
package freight on L. C. L. ship- 
ments. Liberal cash advances may 
be had on stored goods. Insurance 
rates are low. 


The Traffic World 


Norfolk TideWater Terminals Inc. 


At Norfolk, Va.— 
NORFOLK TIDEWATER TERMINALS 
J. A. Moore, Manager 

At this great terminal property there 
is every modern device for the rapid 
and economical handling of cargoes. 
There are three piers each 1300 feet 
long and four open-bulkhead berths. 
Eight warehouses provide 2,200,000 
square feet of floor space. They are 
served by depressed tracks and con- 
crete drives. The receiving, deliver- 
ing and classification yards have a 
capacity of 4000 cars. The prop- 
erty is served by Norfolk’s eight 
trunk line railroads. 


At Chicago— 


Richard D. Jones, Western Traffic Manager 
1646 Transportation Building 
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method would eliminate the cost of packing, accomplish a great 
saving in handling, and obviate the necessity for purchase, man- 
ufacture, or return of skids. 

Recent investigations have brought to light some noteworthy 
instances of savings accomplished through the use of skid plat- 
forms and lift trucks. The Chicago, Milwaukee, St. Paul and 
Pacific Railway reduced the labor payroll in its storekeeper’s 
department over $15,000 a month. In accomplishing this saving 
an analysis disclosed a reduction of manual operation in han- 
dling brake shoes from 175 to 7, and in handling brake beams a 
reduction from 200 to 10 operations. At the Hup Motor Com- 
pany, the old method of unloading a car of crank shafts re- 
quired eight men seven and one-half hours at a cost of $24. 
By means of skid platforms and lift trucks one driver and one 
helper unloaded the car in 45 minutes at a cost of 98 cents. 
The New York Central Railroad at Wehawken and one of its 
other terminals reduced handling costs from 88 cents to 32 
cents. The Detroit and Cleveland Navigation Company last 
summer gave away to its customers 4,000 skids of an approxi- 
mate cost of $10,000, knowing it would save an amount greater 
than this in the stevedore payroll, when its customers used 
these skids. The Champion Coated Paper Company now loads 
a 50 foot box car of paper on skids in 45 minutes, using two 
men. As this loading formerly took seven men three hours, 
the reduction in labor has been 93 per cent. 

Skid platforms and lift trucks are only one phase of mate- 
rial handling. Standardization in other forms of commodity 
handling will produce savings of equal importance. Co-ordina- 
tion of the various methods is bound to bring even better 
results. The transportation division is now engaged in making 
a survey of all forms of material handling and commodity move- 
ment. The survey will not only include inter-plant and rail 
terminal development, but also marine terminals where effi- 
cient handling equipment has been installed. The results of 
this survey will be published in handbook form and are ex- 
pected to be available this year. 


MATERIAL HANDLING MANUAL 


The problems of material handling and intra-plant transpor- 
tation are considered at length in Manual No. 29 of the La Salle 
Extension University’s course in traffic management. Practically 
every known method of handling material is described, ranging 
from the humble hand truck to the most complicated and com- 
prehensive systems for handling bulk freight. The text is made 
graphic by the use of 78 illustrations. There is a closing chapter 
on intra-plant communicating systems in which the individual 
advantages of the telephone, the dictagraph, the telautograph, 
and the pneumatic tube are compared and weighed. 


DIESEL-ENGINED GRAIN BOATS 


A Diesel-engined vessel to be used for hauling grain on the 
St. Lawrence and Great Lakes is being built in Quebec for the 
Canada Steamship Lines, the Department of Commerce is ad- 
vised by Assistant Trade Commissioner L. A. France, Montreal. 
The new boat, which it is stated will be the first of its kind, 
will operate out of Montreal for the grain carrier trade. 

The vessel, which will be launched during the latter part 
of July, will hold, it is claimed, 100,000 bushels of wheat, which 
is approximately 5,000 bushels more than any other boat on the 
route is now said to be able to haul. Its length will be 252 
feet, beam of 43 feet, and moulded depth of 20% feet. The 
Canada Steamship Lines has announced its intention of con- 
ducting further experiments with construction and operation of 
craft of this sort driven by internal-combustion engines. 


NORTH CAROLINA WATERWAYS 


“North Carolina has probably more inland waters and water- 
ways than any other state in the Union,” said Representative 
Abernethy, of that state, in extension of remarks in an appendix 
of the Congressional Record. “It has two important ports, 
Beaufort Inlet, with its twin cities of Beaufort-Morehead City, 
and Southport-Wilmington, on the Cape Fear River. 

“Beaufort Inlet recently had its depth of water increased 
to 25 feet at mean low water, and a project is pow pending 
before the United States army engineers for a 30-foot channel 
at mean low water. The possibilities of a great port at Beau- 
fort Inlet loom large at this time. This port at one time was 
the principal port of the state, and large commerce was de- 
veloped through it, not only of a coastwise nature, but with the 
West Indies.” 

Continuing, Mr. Abernethy, in part, said: 


No greater thing can be brought about in North Carolina for 
its future business development than the establishment of a great 
port at Beaufort Inlet with ships plying to and from foreign ports 
and ports on the Pacific as well as ports on the Atlantic seaboard. 

I_can not but believe that the railroads now operating through 
the Potomac yards, Washington, and Baltimore, to and from North 
Carolina and the south are bound to realize the impossibility of 
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moving all the traffic by rail through this ‘‘neck of the bottle.’’ The 
growing traffic is getting beyond the capacity of the railroads to 
handle and the ports of the south and the inland waterways will 
of necessity have to be developed and used. The government is spend- 
ing millions of dollars developing inland waterways. More than 
$9,000,000 has been expended on the inland waterway from Norfolk 
to New Bern, Beaufort, and Morehead City. Six millions of dollars 
will be expended upon the inland waterway from Beaufort to Wil- 
mington, now under construction. The chief of engineers of the 
United States Army has recently approved the link of the inland 
waterway from the Cape Fear River to Charleston. It will not be 
long until we will have the completed inland waterway from Boston, 
Norfolk, New Bern, Beaufort, Morehead City, Wilmington, Charles- 
ton, Savannah and Miami, Fla. 

The great thing for North Carolina to do is to develop its ports, 
and most important of all at this time is the development of the 
port at Beaufort Inlet, which has such bright prospects for the 
immediate future. 


FAVORS ALL-AMERICAN ROUTE 


In the opinion of Representative Crowther, of Schenectady, 
N. Y., there will be no lakes-to-the-ocean waterway legislation 
at this now recessed session of Congress. He expressed that 
view in a statement in which he uttered the further thought 
that Canada would not negotiate a treaty with the United States 
looking to the establishment of the St. Lawrence waterway. 

“It will be a great many years before there will be any 
development of that project, if at all, in my opinion,” said Mr. 
Crowther. “The sponsors of the St. Lawrence project are more 
interested in the question of hydraulic development involved 
than in furthering the interests of the western states with re- 
spect to shipments to and across the ocean and the question 
of easy access to the markets abroad.” 

Mr. Crowther said he favored a waterway through the Wel- 
land Canal, which, within a short time will accommodate vessels 
with a 30-foot draft, to Oswego, N. Y., and thence by the pres- 
ent 12-foot barge canal, deepened to accommodate 30-foot draft 
ships, to the Hudson River and thence to the ocean above the 
route via the St. Lawrence. 


OLD PEPPERSASS HONORED 


“Old Peppersass,” first locomotive to climb a mountain and 
the original engine of the Mt. Washington Cog Railway, after 
being “lost” for a quarter of a century, is to be restored this 
summer to the White Mountains of New Hampshire. Unlike 
any other locomotive in the world—its boiler upright like a 
donkey-engine and swinging on pivots—the “Peppersass” has 
been renewed by the Boston & Maine Railroad for a last climb 
to the clouds giving sightseers the 100-mile panoramic spectacle 
of mountain, intervale, and lake from' New England’s topmost 
point. 

On July 20, in exercises that may be attended by the gov- 
ernors of a score or more of states, it is announced, President 
George Hannauer, of the Boston & Maine, will formally accept 
the distinctive old wood-burning engine from President Daniel 
Willard, of the Baltimore & Ohio, in whose collection it was 
found. Governor Charles W. Tobey, of New Hampshire, in turn, 
will receive “Old Peppersass,”’ rededicated to recreational New 
Hampshire. Col. William A. Barron, of Crawford Notch, chair- 
man of the New England Council committee on recreational 
development, will act as toastmaster. 

The exercises of restoration will be held at Base Station, a 
clearing at the foot of Mt. Washington, where half a dozen cog 
engines of advanced type nowadays take their passengers in 
small cars up the 344-mile cog railway which the “Old Pepper- 
sass” first ascended three generations ago. The ‘“Peppersass” 
will be restored permanently to the view of the tens of thou- 
sands of tourists who go to the White Mountains annually, by 
display at the Boston & Maine Railroad station at Bretton 
Woods, within sight of both railway and highway. 

It was the interest of the Rev. Guy Roberts, of Whitefield, 
N. H., that was primarily responsible for the rediscovery of the 
old engine among the collection of old locomotives gathered 
from the ends of the continent for the Baltimore & Ohio Rail- 
road’s Iron Horse Fair. Communicating the facts to Colonel 
Barron and to President Hannauer, of the Boston & Maine 
Railroad, he found an interest by both in bringing the ‘“Pepper- 
sass” back to its original surroundings. When President Han- 
nauer took the matter up with President Willard—himself a 
former New Englander—the response was immediate. 

She has been gone since 1893, when the “Peppersass” was 
sent to the World’s Fair in Chicago, as the pioneer mountain- 
climbing locomotive. As such it has been presented to thou- 
sands of persons, notably at the Field Museum in Chicago and 
at the St. Louis World’s Fair. The Baltimore & Ohio acquired 
it from the Field Museum. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Motor Bus and Truck Transport 


Network of Bus Lines Covers Country—Railroads Use Busses and Trucks—Coordination of Rail and 
Bus Services—Trend Toward Railroad Control of Bus 


By STANLEY H. SMITH 


HEN the interstate commerce committees of Con- 
Wee resume consideration of proposed legislation 

for regulation of the motor vehicle in interstate 
commerce, as it is expected they will do at the regular ses- 
sion scheduled to begin next December, they will discover 
that important changes have taken place in the field of motor 
transportation. 

Even in the short time that has elapsed since hearings 
were held by the committees in the last few years, there 
have been developments—particularly with respect to the 
motor bus—that point, not to competition between the rail- 
road and the bus, but to effective co-ordination of transpor- 
tation by rail and motor. 

Though the steam railroads may have been dilatory in 
getting into the motor bus business, they are now making up 
for any such delay. Railroad control of bus operations, 
which is expanding rapidly, is one of the important develop- 
ments of recent months. In fact, the extent of that control 
is such that the suggestion is heard that enactment of fed- 


eral legislation regulating the bus is not as necessary, from 


the competitive viewpoint, as it was several years ago. Along 
with the development of railroad control of bus operations 
there have been consolidations of lines of independent bus 
operators. 


Bus Service Widespread 


The extent of bus operations in the United States is 
shown in the map, reproduced herewith, prepared by the 
National Motor Bus Division of the American Automobile 
Association. 

“The rapid growth of bus lines makes absolute accuracy 
in a map of this kind difficult,” says the division. “The 
routes shown hereon total in excess of 270,000 miles and 
are plotted from information received from the most au- 
thentic sources available. As far as can be determined, the 
map is 100 per cent representative of intercity motor bus 
operation in the United States as of January 1, 1929.” 

A glance at the map supports the assertion of officials of 
the bus division that passengers may travel by bus from the 
Atlantic to the Pacific and from the Canadian border to the 
Mexican border and the Gulf of Mexico. Bus transporta- 
tion has developed to the extent that a ticket may be bought 
at the point of origin and used over other bus lines to reach 
the point of destination. Where arrangements have not 
been made between independent operators with respect to 
through tickets, it is stated, tickets purchased from one op- 
erator are honored by other operators who then obtain the 
cash for their part of the transportation service from the 
original seller of the ticket. 

Unification of long-distance bus operations has been 
made possible by the recent consolidation of lines operating 
in all parts of the United States. This unification involves 
the Greyhound Lines, operated by the Motor Transit Cor- 
poration with headquarters at Chicago; the Yelloway Sys- 
tem, with headquarters on the Pacific coast, and the Pick- 
wick Stages, with headquarters at Los Angeles. Bus lines 


of the Southern Pacific Motor Transport Company, owned 
by the Southern Pacific railroad, are a part of the unification 
effected. In the east, the Pennsylvania Railroad has entered 
into a contract with the Greyhound Lines in which the 
Pennsylvania has acquired an interest. These developments 
are indicative of the extent to which the railroads are en- 


gaging in motor bus transportation. Bus transportation 
service is now afforded by independent operators, by railroad 
controlled companies and by both these classes of carriers 
working together. The Southern Railway has recently made 
arrangements with independent operators whereby scenic 
spots in the Southern’s territory may be visited by use of 
rail-and-bus service. 


Railroads Use Motor Vehicles 


More than seventy railroads, directly or through sub- 
sidiaries, are engaged in the motor bus business, using more 
than 2,000 units. Among the larger operators are the New 
York, New Haven, and Hartford, the Great Northern, the 
Missouri Pacific, the Southern Pacific, the Boston and 
Maine, the Pennsylvania, the Union Pacific, the Atchison, 
Topeka, and Santa Fe, the Baltimore and Ohio, the New 
York Central, the Reading, and the St. Louis Southwestern. 
Approximately seventy railroads use motor trucks in con- 
nection with their freight operations. 

Use of the motor bus and motor truck has developed 
tremendously in the last ten years. Motor bus statistics 
made available by the National Motor Bus Division of the 
American Automobile Association show that the number of 
busses operated at the beginning of this year was 92,400 as 
compared with 53,200 at the beginning of 1925. These fig- 
ures cover all operations—common and non-common carrier. 
Motor common carriers are estimated to have in operation 
more than 35,000 busses. Electric railways and their sub- 
sidiaries are the next largest common carrier operators with 
approximately 10,000 busses in service. Non-common car- 
rier operations involve the use of more than 45,000 busses 
of which approximately 40,000 are credited to school trans- 
portation service. 


Truck Operations 


Of a total of approximately 3,000,000 trucks in the 
United States, so-called interstate “common carriers” handle 
only from one to two per cent of the total tonnage hauled 
by truck, and from 80 to 90 per cent of the trucks are 
owner-operated, according to A. J. Brosseau, vice-president 
of the commercial car division of the National Automobile 
Chamber of Commerce. 

Statistics of the National Automobile Chamber of Com- 
merce show that 12,193,058 heads of live stock were hauled 
to seventeen markets by truck in 1928, the average length of 
haul having been 50 miles, as compared with 8,393,101 heads 
in the preceding year and 5,378,868 in 1925. Emphasis is 
placed by the chamber on the points that the majority of 
trucks are “shipper” owned, and that 70 per cent of truck 
tonnage is in the short-haul area. 

Railroads are making use of the truck in substitute 
service for local freight train operations that have been dis- 
continued, and use of the truck by railroads at terminals has 
become quite general. 

Much has been written about the desirability of “co- 
ordination” of rail and motor transportation. That process 
of co-ordination is now under way on a substantial scale. 
In its motor transportation division the American Railway 
Association has established “a clearing house for transporta- 
tion thought and development of motor transportation by 
railroads, whether passenger or freight, and for studying 
the problem raised by highway competition generally and 
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specifically in order to 
determine the facts and 
fundamental principles in- 
volved. . . .” The division 
has a section devoted to 
the study of the application 
of the motor coach to the 
use of steam railroads, a 
section devoted to the study 
of application of the motor 
truck to the use of steam 
railroads, and a section de- 
voted to the study of the 
application of the rail 
motor car to the use of 
steam railroads. 
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Here are six more Penn- 
sylvania ‘‘Limiteds of the 
Freight Service’? — noted 
for their on time depend- 
ability: 









THE COMET 
Perishable— Merchandise 
Seaboard Cities to St. Louis 







THE ECLIPSE 
Merchandise 
St. Louis to Seaboard Cities ' 







THE THOROUGHBRED 
Live Stock 
Indianapolis to Pittsburgh and Seaboard 
Cities 








THE CINCINNATUS 
Merchandise 
Cincinnati to Seaboard Cities 







THE FOREST CITY 
Perishable— Merchandise - . 
Cincinnati to Cleveland _ 







THE PREMIER 
Live Stock , 
Pittsburgh to Seaboard Cities — 
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with 
New England 


100% on time 


during the month of June 
(up to the date of going to press)**7 


ARRYING rich cargoes of merchandise from its 
CC native New England (also Long Island and East- 
ern Seaboard points) to Chicago, “The Yankee”’ has 
long been noted for the conscientious dependability 
with which it executes its schedule. 


Indeed, all of the Pennsylvania’s famous “ Limiteds 
of the Freight Service”—serving 8 out of 10 of the 
largest cities in the country—are turning in high on 
time records week after week, month after month. 

Their dependability and regularity have made them 
the favorites of Industrial Traffic Managers throughout 
the country. Shippers and consignees alike recognize 
that Pennsylvania service answers the two questions 
of greatest importance in freight transportation: 


1. Where—at any given time—is the shipment?... 
By a system of “passing reports,” the location of any 
cars can be readily ascertained so that they may—if 
desirable—be diverted in transit to more profitable 
markets. 


2. Will the shipment arrive on time? .. . High on 


- time records, frequently repeated, give assurance that 


shipments will arrive as scheduled. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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Freight Tariffs 


Eleventh of a Series of Twenty-Six Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


The Transmittal of Schedules and Tariff Agents 


ized agents and the supplements to the tariffs, as they 

are issued, must be filed with the Interstate Com- 
merce Commission, accompanied by letters of transmittal 
in substantially the form shown herewith. 

Separate letters of transmittal may accompany each 
tariff or supplement, or the form of the letter may be al- 
tered so as to provide for the filing of as many tariffs or 
supplements as can be con- 


[Mietace S published by carriers or their duly author- 





Consolidated Freight Classification No. 5 is published 
jointly by the three major classification committees through 
the three joint agents, by the Consolidated Classification 
Committee, of which R. C. Fyfe is chairman. 

Major Freight Association Tariffs 

It is rather difficult to draw the line exactly between 
the major territorial freight traffic associations and the 
minor associations. For purposes of freight tariff publica- 
tion the following’ terri- 
torial jurisdictions are rec- 





veniently entered with one - - 
letter. Separate letters 
must, in all cases, be used 
in filing freight and passen- 
ger schedules. 

If a receipt is desired for 
the tariff filed by the car- 
rier or agent, the letter of 
transmittal must be sent in 
duplicate. One copy of the 
letter, showing the date of 
receipt by the Commission, 
is returned to the sender. 
(7) Each letter of trans- 
mittal is numbered to iden- 
tify the transaction. 





Washington, D. C. 


The accompanying { 


Tariff Agencies and 
Agents 


Previous articles on this 
series have discussed the 
various types of tariffs and 
the types of agencies that 
publish them for the joint 
account of the carriers. 
For the purposes of clas- 
sification and identification, 
agency tariffs and _ tariff 
publishing agents may be 
divided into the following 
classes: 1. Freight Classi- 
fication Committees issues ; 
2. Major territorial freight 
association tariffs; 3. Mi- 


state Commerce Act, 


Number ....; effective 
all carriers named therein 











ino 


LETTER OF TRANSMITTAL 


Accompanying Tariffs or Supplements 


To the Interstate Commerce Commission 


Schedule 
or 
| Schedules 


filing in compliance with the requirements of the Inter- 
issued by 
and bearing I. C. C. Number ....; 

-«5 tO I. C. C. Number ... 


tinuing concurrences or authorizations now on file with 
the Interstate Commerce Commission, except the follow- 
ing carriers, whose concurrences are attached hereto: 


(Name of additional concurring carriers) 





nor territorial freight as- 
sociation tariffs; 4. Local 
terminal or switching district tariffs; 5. Fast Freight and 
Dispatch Lines billing books; 6. Miscellaneous issues; 7. 
Rail-and-water tariff issues. 

The agencies and agents publishing tariffs of these 
types at the present time, as shown by the section of tariffs, 
bureau of tariffs, of the Commission, are discussed below. 

Classification Committee Issues 

The tariff publishing agents of the classification issues 
applicable in Official, Western, and Southern territories re- 
spectively are: Official Classification, D. T. Lawrence, New 
York, N. Y.; Western Classification, R. C. Fyfe, Chicago, 
Illinois; Southern Classification, E. H. Dulaney, Atlanta, 
Georgia. 


‘Tariff Circular No. 20, Rule 29 and note. 


ognized: 1. The New Eng- 
land Freight Association 
—The New England 
Freight Bureau; 2. The 
Trunk Line Association— 


(Name of Carrier) 


General Freight Department The Trunk Line Tariff 
cae rececersenet seers esesesese ob e000 Sees Bureau ; 3. The Central 
(Address) Freight Association — 


The Central Freight Asso- 
ciation Tariff Bureau; 4. 
The Southern Freight As- 
sociation, embracing the At- 
lanta Freight Tariff Bu- 
reau; The Louisville 
Freight Tariff Bureau, the 
Richmond Freight Tariff 
Bureau, and the New Or- 
leans Freight Tariff Bu- 
reau; 5. The Western 
Trunk Line Association— 
The Western Trunk Line 
Committee; 6. The South- 
western Lines Association 
—The Southwestern 
Freight Bureau; 7. The 
Transcontinental Freight 
Bureau. 


is 
or 


sent you for 
are 


(Name of issuing carrier) 


Seem ewe eee seer ereeeeseeee 


Supplement Number 
.; revised page to I. C. C. 
... » and is concurred in by 
as participating under con- 


New England Freight 
Association Territory 


New England territory 
includes all stations in the 
six New England States— 
Connecticut, Maine, Massa- 
chusetts, New Hampshire, 
Rhode Island, and Vermont—and, in addition thereto, points 
on the Boston and Albany and Boston and Maine in New 
York east of the Hudson River, and points on the New 
York, New Haven and Hartford in New York east of the 
Hudson River, except New Rochelle, N. Y., and points on 
the New York division west thereof. 

The offices of the New England Freight Association 
are in Boston. Frank Von Ummerson is the tariff publish- 
ing agent of the New England Freight Traffic Bureau. 

Trunk Line Association Territory 

Eastern Trunk Line territory begins on and west of 
the eastern boundary line of the state of New York; thence 
on and south of the northern boundary line of New York 
to Niagara River; thence east of Niagara River through 
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confidentially 


RITING an ad for the POKER 

FLEET of the Minnesota- 
Atlantic Transit Company is easy. 
Our customers really write our ads 
for us. For instance, the traffic 
manager of a large New York corpo- 
ration recently wrote: 


“It is a pleasure to patronize the MAT Line, 
as we have done for the past three seasons, and 
it 1s expected that this season's tonnage will far 
exceed that of previous years. The service thus 
far rendered has been most satisfactory, as has 
been the handling accorded our shipments. And 
for these reasons, we are glad to consider the 
MAT Line favorably at all times.—” 


HE letter from which the above is 

quoted is on file at the office of 
the Minnesota-Atlantic Transit Com- 
pany. A photostat copy of it will be 
mailed on request. 


AKE AND RAIL rates are lower 
than all rail. For example, there 

is a saving of twenty-nine cents per 
hundred pounds on fourth class 
freight shipped from Baltimore, 
Maryland, to Duluth, Minnesota, or 
a saving of nineteen cents if the ship- 
ment goes to Minneapolis or St. Paul. 


sy take advantage of the Lake and 
Rail savings route shipments from 
Eastern territory c/o M.A.T. at 
Buffalo. From C.F.A. territory route 
shipments c/o M.A.T. at Detroit. 


MINNESOTA-ATLANTIC TRANSIT COMPANY 


A Division of the 


TERMINALS AND TRANSPORTATION CORPORATION 


OF AMERICA 


A. Mitten McDovuaat., President 
Executive Offices: 1174 First National Bank, Detroit 
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TIME 
1S 
MONEY 


Nowhere is this more true than in the 
shipping world. Interest and insurance 
charges often mean the difference be- 
tween profit and loss. 


Ship the Shortest Way 
via 
PORT HOUSTON 


Goods consigned to or from 
Louisiana 
Oklahoma 
Arkansas 
New Mexico 
Colorado 
can be handled more quickly and eco- 
nomically thru Port Houston. 
19 Railroads offer substantial Rate 
advantages. 70 Steamship Lines serve 


Houston, calling at practically every 
port of any size in the world. 


Read the whole story 
in the 
Houston Port Book. 
Yours for the asking. 
pons” | 


Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 
HOUSTON - - TEXAS 
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Niagara Falls, N. Y., to Buffalo, N. Y.; thence on and east of line 
through Dayton to Salamanca, N. Y.; thence on and east of a 
line via Penna. R. R. through Butler, Pa., to Pittsburgh, Pa.; 
thence on and east of a line via B. & O. R. R. through Washing- 
ton, Pa., Wheeling and Parkersburg, Va., to Kenova, W. Va.; 
thence on and north of the N. & W. through Roanoke, Lynch- 
burg, and Petersburg, to and including Norfolk, Va. 


Note—As to traffic originating at points in Trunk Line Association 
territory or east thereof, said territory also includes Dunkirk, N. Y., 
Erie, Pa., and points south and east thereof located on the Erie 
and Pennsylvania railroads. 


The offices of the Trunk Line Association are in New York, 
N. Y., and W. S. Curlett is the tariff publishing agent of the 
Trunk Line Tariff Bureau. 


Central Freight Association Territory 


Central Freight Association Territory embraces points on 
and within the following boundary line: Beginning at Buffalo, 
N. Y., thence via the Erie R. R. through Dayton to Salamanca, 
N. Y.; thence via Pennsylvania R. R., through Corydon, Pa., and 
Warren, Pa., to Parker, Pa.; thence via B. & O. through Butler to 
Pittsburgh, Pa.; thence via B. &. O. through Washington, Pa., 
Wheeling and Parkersburg, W. Va., to Point Pleasant, W. Va.; 
thence via K. & M. to Gauley Bridge, W. Va.; thence to Gauley, 
W. Va.; thence via C.& O. to Ashland, Ky.; thence via C. & O. to 
Cincinnati, O.; thence via north bank of the Ohio River, but in- 
cluding Louisville, Ky.; to Cairo, Ill.; thence via east bank of Mis- 
sissippi, but including St. Louis, Mo., to East Burlington, I11.; 
thence via a line through Streator and Joliet, [l., to Chicago, 
Ill.; thence via west bank of Lake Michigan to Kewaunee, 
Wis.; thence through Lake Michigan and Straits of Mackinac; 
thence via west bank of Lake Huron to Port Huron, Mich.; 
thence to Sarnia, Ont.; thence via Grand Trunk through Strat- 
ford, Guelph and Georgetown to and including Toronto, Ont.; 
thence via line through Lake Ontario and Niagara River; thence 
through Suspension Bridge, Niagara Falls, North Tonawanda, 
Black Rock, to and including Buffalo, N. Y. 

Headquarters of the Central Freight Association are in Chi- 
cago. B. T. Jones is the agent of the Central Freight Associa- 
tion Tariff Bureau. 


Southern Freight Association Territory 


The Southern Territory lies south of the Potomac River 
from its mouth to the Virginia-West Virginia state line; east 
and soutth of the Virginia-West Virginia state line to Virginia- 
West Virginia-Kentucky state line; west of Kentucky-West Vir- 
ginia state line to the Ohio River; south of the Ohio River to 
the Mississippi River; east of Mississippi River to Gulf of 
Mexico. 

Rate adjustments, general rules, regulations, and practices 
in connection with traffic between St. Louis and points inter- 
mediate on membership lines, and points south of the south 
bank of the Ohio River, are under the jurisdiction of this asso- 
ciation. 

The offices of the Southern Freight Association are in At- 
lanta, Ga. The following bureaus and tariff publishing agents 
publish tariffs applicable to, from, or between points in this 
territory: The Atlanta Freight Tariff Bureau, Atlanta, Ga., J. H. 
Glenn, agent; the Louisville Freight Tariff Bureau, Louisville, 
Ky., F. L. Speiden, agent; the Richmond Freight Tariff Bureau, 
Richmond, Va., J. J. Cottrell, agent; the New Orleans Freight 
Tariff Bureau, New Orleans, La, W. P. Emerson, agent. 


Western Trunk Line Committee Territory 


The boundary line of Western Trunk Line Territory is 
drawn from Chicago, via N. Y. C. to and including Danville, 
Ill.; thence via C. & E. I. to Tuscola, Ill.; thence via the I. C. 
through Mattoon and Neoga to Effingham, IIl.; thence via the 
P. Cc. C. & St. L. to, but not including, East St. Louis, Ill.; thence 
via a line to St. Louis, Mo.; thence west bank of Mississippi 
River to Arkansas-Missouri state line; thence via the south- 
ern boundary line of Missouri, Kansas and Colorado to a 
point just south of Trinidad, Colo.; thence via a line through 
Trinidad, Pueblo, Colorado Springs, and Denver, Colo., to 
Cheyenne, Wyo.; thence via U. P. R. R. to Colorado-Nebraska 
state line; thence via western boundary lines of Nebraska, 
South Dakota, and North Dakota; thence via northern 
boundary lines of North Dakota, Minnesota, Wisconsin, and 
Upper Peninsula of Michigan; thence via eastern and southern 
boundary lines of Upper Peninsula; thence via eastern boundary 
line of Wisconsin and Illinois to and including Chicago. 

The Western Trunk Line Committee has headquarters in 
Chicago and E. B. Boyd is the tariff publishing agent. 


Southwestern Freight Bureau Territory 


The Southwestern Freight Bureau has jurisdiction over all 
traffic originating at or destined to points in Arkansas and Okla- 
homa; all traffic originating at or destined to points in Louisiana, 
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west of the west bank of the Mississippi River; all traffic origi- 
nating at or destined to points in Texas, except traffic from 
points in so-called Seaboard Territory, to points in Texas, via 
Gulf routes; all traffic to common points in the Republic of 
Mexico, such as the City of Mexico, Pachuca, Monterey, Torreon, 
Gomez, Palacio, and San Luis Potosi, but not including Tampico 
and Vera Cruz; all traffic to and from Texarkana, Ark.-Tex. 

Offices of the Southwestern Lines’ Association are at St. 
Louis, Mo. J. E. Johanson is the tariff agent of the Southwest- 
ern Freight Bureau. 


Transcontinental Freight Bureau Territory 


This territory is bounded by a line drawn on and south of 
international boundary line from the Pacific Ocean to Montana- 
North Dakota state line, west of the eastern boundary line of 
Montana and Wyoming to a point just east and north of Chey- 
enne, Wyo.; thence via a line drawn just west of Cheyenne, 
Wyo.; Denver, Colorado Springs, Pueblo, and Trinidad, Colo, 
to Colorado-New Mexcio state line; thence south of Colorado- 
New Mexico state line to New Mexico-Texas state line; thence 
west of New Mexico-Texas state line to southern boundary line 
of New Mexico; thence on and north of southern boundary lines 
of New Mexico, Arizona, and California to the Pacific Ocean; 
thence east of the Pacific Ocean to point of beginning. 

The headquarters of the Transcontinental Freight Bureau 
are in Chicago. H. G. Toll is the tariff publishing agent. 

The North Pacific Coast Freight Bureau and the Pacific 
Freight Tariff Bureau have jurisdiction in the northern and 
southern parts of the territory west of the Rocky Mountains 
and north and south of the California-Oregon state line, respec- 
tively. S. J. Henry, Seattle, Wash., is agent of the North Pacific 
Coast Freight Bureau, and F. W. Gomph, San Francisco, is agent 
of the Pacific Freight Tariff Bureau. 

The Canadian Freight Association has jurisdiction in east- 
ern Canada, and the Canadian Freight Association (Western) 
has jurisdiction over traffic in western Canada. G. C. Ransom, 
Montreal, Quebec, is the agent of the Canadian Freight Associa- 
tion, and F. W. Thompson, Winnipeg, Manitoba, is the agent of 
the Western Canadian Association. 


Minor Freight Associations 


_ The following bureaus and agents function for traffic ter- 
ritories less extensive than the so-called major associations: 


Atlantic Seaboard Freight Bureau, Wm. J. Sedgman, agent, New 
York, Fee gga tariffs for rail and coastwise water lines serving 
the Atlantic seaboard territory and the southwest. 

Illinois Freight Association, C. W. Galligan, agent, Chicago. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., agent, Denver. 
- — and New Mexico Freight Bureau, H. A. Johnson, agent, 

e . 

Utah Freight Bureau, J. A. Reeves, agent, Salt Lake City. 

Texas Lines Freight Tariff Bureau, A. C. Fonda, agent, Dallas. 

Texas-Louisiana Freight Tariff Bureau, A. C. Fonda, agent, Dallas. 

Virginia Lines Tariff Bureau, C. E. Lowery, agent, Richmond. 


Local Terminal or Switching District Tariffs 


Local switching and terminal district tariffs are filed by a 
number of agents, among which the following are important in 
interstate commerce: 


wad Chicago Standing Switching Committee, C. W. Galligan, agent, 
cago. . 

Nashville Terminals, L. G. Waldrop, Nashville, Tenn. 

New York Dock, T. C. Morrison, agent, Brooklyn, N. Y. 

Oregon Terminals, N. C. Strawn, Portland, Ore. 

Wood River District Lines, H. G. Powell, Alton, II. 


Fast Freight Line and Dispatch Lines Billlng Books 


Special tariffs of billing instructions applicable via railroad 
fast freight lines or dispatch routes are published by agents 
acting for these lines: 


Blue Ridge Despatch—Chesapeake & Ohio Railway—W. K. Weis- 

mane ——. roy 
ontinenta ne, entral States Dispatch—Baltimore & Ohio 

Railroad, A. M. Schubert, agent, Cincinnati. Ohio. 

Empire Line—New York Central Railroad—M. S. O'Connor, agent, 
Cleveland, Ohio. 

Kanawha Dispatch, C. & O. Ry—W. K. Weisinger, agent, Rich- 
mond, hae 

Lackawanna Fast Freight Lines, Nat. Duke, agent, New York. 

Lehigh Valley Route, T. Clem Beck, agent, iow York. 

Louisiana Lines, Charles S. Fay, New Orleans, La. 

Merchants’ Despatch, Charles Coughlin, agent, Chicago. 

Ontario Central Despatch, C. B. McManus, agent, New York. 

Star Union Line, G. R. Richardson, agent, Philadelphia. 


Miscellaneous Issues 


Tariffs of various sorts are issued for a great variety of 
special purposes by the following agents: 


Official Freight Tariff Directory, G. B. Guthrie, Washingto . C. 
National Perishable Protective Tariff, R. C. Dearborn, =... 
List of Open and Prepay Stations, F. A. Leland, St. Louis, Mo. 
Explosives and Dangerous Articles, Bureau of Explosives, Amer- 
ican_ Railway Association, B. W. Dunn, New York. ; 
ilway Equipment Register, G. P. Conard, New York. 
Tank Car Gauge Book, E. B. Boyd, Chicago. 
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WELL organized traffic department pays for itself, 
A and may even represent the difference between 
profit and loss. 

Working in close contact with selling, purchasing, 
production and accounting departments, the alert 
traffic manager effects prompter movements which 
make new customers and retain old ones; and in 
addition is often able to effect shipping economies 
thatamount to thousands, and even hundreds of thou- 
sands, of dollars. Without this modern arm of busi- 
ness, the salesman is handicapped, production is in- 
terrupted, shipments are delayed, distribution costs 
are increased and markets are lost. 

With knowledge, orthe means of obtaining know!- 


edge of 

Rates and Classifications Methods of Packing 
Routes and Schedules Side Track Arrangements 
Diversions and Reconsignments Ferry Car Services 

Claims Weight Agreements 


the modern traffic manager is well prepared to play 
an important role in initiating new moves, and in 
assisting his business to meet the 
moves of competition. 

Working to the same ends in 
behalf of its patrons the New 
Boston and Maine Railroad— 
Virtually reconstructed in a 


x * * * s ® 


The Traffic World 


rattie 


PAYS 


BoSTON 


OM AINE 


RAILROAD 





PAGE 41 





anagement 








$71,000,000 improvement program — is prepared in 
every department to give the executive in charge of 
traffic the most prompt and complete co-operation. 
This co-operation covers, as a matter of course, not 
only the speedy handling of passing information and 
tracing, but covers also the emergencies, the special 
situations and the broad questions of policy with 
which the industrial trafic manager must concern 
himself. 

Through the Centralized Service Bureau of the 
New Boston and Maine, or through any of the Boston 
and Maine Traffic representatives stationed from coast. 
to coast, the traffic manager can broach his problem, 
whatever its nature, and receive at once the full con- 
sideration and active co-operation that marks the 
personal side of “Minute Man Service.” 

The New Boston and Maine—providing a service 
in and out of New England that is hours and days 
faster —recognizes nothing more keenly than the 
identity of interest between industry and the modern 
railroad meeting modern needs. 
The traffic manager can call upon 
—and bank upon—the New 
Boston and Maine. 


NOTE: Any Boston and Maine traffic representative 
will be glad at any time to furnish passenger informa- 
tion or obtain reservations. 


x * * ecm 2 
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National Car Demurrage Rules Tariff, B. T. Jones, Chicago. 

Pacific Car Demurrage Tariff, R. C. Mulholland, San Francisco. 

Canadian Car Demurrage Tariff, W. J. Collins, Montreal, Can. 

Ohio-Pennsylvania Coal Traffic Tariffs, F. V. Davis, Columbus, O. 

American Short Line Railroads, Reconsignment and Diversion 
Rules and Weighing and Reweighing Rules Tariff, B. H. Henshall, 
Washington, D. 

Central Electric Traffic Association, L. E. 
Indiana. 

Electric Package Agency, J. Jordan, Cleveland, O. 


Earlywine, Indianapolis, 


Rail-and-Water Route Issues 


Rail-and-water tariffs are published by a number of indi- 
vidual lines and by several joint agents referred to above, 
notably Wm. J. Sedgman, agent of the Atlantic Seaboard Freight 
Tariff Bureau. Rail-and-water tariffs are also published by the 
following agents: 


Mississippi-Warrior Service, W. M. Hough, New Orleans, La. 

Morgan Line-Southern Pacific Ry., C. W. Owen, Houston, Tex. 

New York Harbor-Inland Marine and Trans-Marine Lines, L. 
Agnew Myers, Washington, D. C. 

Eastern and Interior Eastern Ports to Southern Points, 
Sweeney, Baltimore, Md. 


a. B. 


Acknowledgment 


The compilation of the lists of tariff publishing agents and 
the classification of issues, which it is hoped will be useful to 
all tariff users, was facilitated by the generous assistance of 
George M. Crosland, chief, section of tariffs, bureau of traffic, 
Interstate Commerce Commission, who checked the lists. 


NATIONAL COMMODITY FORECAST 


Shippers of the country, through estimates of the shippers’ 
regional advisory boards, anticipate that carload shipments of 
the 29 principal commodities in the third quarter of this year 
(the months of July, August and September) will be approxi- 
mately 9,816,948 cars, an increase of 632,287 cars above the cor- 
responding period of 1928, or 6.9 per cent, the car service divi- 
sion of the American Railway Association announced July 1. 

The shippers’ regional advisory boards, covering the entire 
United States, furnish these estimates quarterly to the car serv- 
ice division so that the railways may have a guide as to the 
service they are to be called upon to perform in a given quar- 
terly period. 

These estimates are based on the best information as to the 
outlook, so far as transportation requirements are concerned, 
obtainable at the present time by the commodity committees of 
the various boards. 

Of the thirteen shippers’ regional advisory boards, eleven 
anticipate an increase in their respective districts in transporta- 
tion requirements for the third quarter of the year compared 
with the same period last year, while two expect a decrease. 
The eleven boards which estimate an increase over the preced- 
ing year are the Atlantic States, Allegheny, Great Lakes, Ohio 
Valley, Northwestern, Pacific Coast, Southwestern, Middle West- 
ern, Central Western, Trans-Missouri-Kansas and the New Eng- 
land boards. 

The only boards estimating a decrease are the Southwest 
and Pacific Northwest, both of which expect only a small re- 
duction, however. 

The estimate by each shippers’ regional advisory board as 
to what freight loadings by cars are anticipated for the 29 prin- 
cipal commodities in the third quarter this year compared with 
the corresponding period in 1928 and the percentage of increase 
or decrease follows: 





% of 
J 1928 1929 Increase 
PONE MIE icaaicu scenes ey eemanieeneon 184,763 194,834 5. 
eee ee een 911,287 938,337 3.0 
. Oe ar eer rer 1,040,919 1,160,149 11.5 
CE. od adhnmd.scorkig/S.>4.410 Wahine eat 13,7 777,48 8.9 
Central Western 360,090 2.1 
ere J 414,390 3.3 
BR, PROTCIWORE ask osikc ccc cnscese 311,274 308,976 et | 
MICE £5 (oS0.60504 6 0004s seeks a eeeree 1,021,790 1,177,243 15.2 
I 6a. w wo nidaeosa ete eere Oralescii 90,926 824,114 4.2 
PO ree eee ee 1,366,670 1,515,231 10.9 
Trans-Missouri-Kansas .............. 50,897 88,848 6.9 
CS GON acca acadlakiabanuats acts eal 597,245 625,019 4.7 
NE, SR ba 6 o Wisin dc eiajn RaMObe sewed 941, 583 932,237 *1.0 

*Decrease. 


“The large comparative increase in freight car requirements 
over last year in the Allegheny, Ohio Valley and Mid-West re- 
gions are due to a number of factors,” says the division. “In 
the Allegheny region, for instance, it is due to the anticipated 
heavier movement of coal and coke, gravel, sand and stone, and 
iron and steel. In the Ohio Valley region it is due in part to 
the anticipated heavier movement of coal and coke, gravel, 
sand and stone, iron and steel, and automobiles, trucks and parts. 
In the Mid-West, the commodities particularly affecting the 
increase are coal and coke, all grain and iron and steel. 

“In submitting reports to the car service division, each board 
estimated what freight car requirements will be for the principal 
industries found in the territory covered by that board. On the 
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basis of this information, it is estimated that of the 29 commodi- 
ties, increases in transportation requirements will develop for 
24, as follows: All grain; flour, meal and other mill products; 
hay, straw and alfalfa; cotton; citrus fruits; other fresh vege- 
tables; live stock; poultry and dairy products; coal and coke; 
ore and concentrates; gravel, sand and stone; salt; lumber and 
forest products; petroleum and petroleum products; iron and 
steel; machinery and boilers; cement; brick and clay products; 
lime and plaster; agricultural implements and vehicles other 
than automobiles; automobiles, trucks and parts; fertilizers, 
all kinds; paper, paperboard and prepared roofing; and chem- 
icals and explosives. 

“Commodities for which a decrease is estimated are: Cot- 
tonseed and products, except oil; other fresh fruits; potatoes; 
sugar, syrup and molasses; and canned goods, which includes 
all canned food products. 

“The estimate as to what transportation requirements will 
be for various commodities for the third quarter compared with 
the same period last year follows: 


—Carloadings— Estmtd. 
Actual, Estimated, % In- 
Commodity 1928 1929 crease 
I IE io .d's wth aise asad acme aeararieoe ar nuesiiw 503,875 525,115 4.2 
Flour, meal and other mill products.. 226,993 247,085 8.9 
Peay, SEPRW BOG AMET oo ciccccccsses 3,562 76,552 4.1 
aE eee ey 324 65,525 8.6 
Cotton seed and products, except oil. 27,797 26,484 *4.7 
RESET ES rrr 13,557 20,484 51.1 
oe er 178,382 164,133 *8.0 
I: ito aleeahe cp -65.Geacs ben-o 85% 60,221 58,069 *3.6 
Other fresh vegetables. ........ccccce 3,738 66,681 4.6 
errr eer ree 357,997 358,382 B | 
Poultry and dairy products.......... 7,6 38,233 1.6 
oo RE eer arr re: 2,488,545 2,852,553 14.6 
GRO GUE COMOCOMEPEEOS 6cc5cccccecccces 9,732 14,863  & | 
Gravel, sand and stone.............+- 1,052,417 1,075,257 2.2 
ESR Ere SO eee eee 37,543 37,651 a 
Lumber and forest products.......... 902,232 904,423 2 
Petroleum and petroleum products... 605,281 644,613 6.5 
Sugar, syrup and molasses........... 8,997 58,779 +4 
OO aera errr ee 470,873 519,419 10.3 
Machinery and boilers ..............-- 59,095 63,375 7.2 
I falar crore antes ian viata aierars «aris uiaio/e 277,007 280,675 1.3 
Brick and clay products .........e... 180,071 185,466 3.0 
RA I PO hh 6600.05.66 00% 450094 68,398 70,136 2.5 
Agricultural implements and vehicles, 
other than automobiles .......... 30,101 31,808 5.7 
Automobiles, trucks and parts....... 253,099 278,596 10.1 
Fertilizers, i winererrenge 74a; 052 71,868 id 
Paper, paperboard and prepared roof- 
| ESE re Oe eros 102,052 106,803 4.7 
Chemivais ee ae 26,07 27,387 5.0 
Canned goods—all canned food prod- 
ucts (includes catsup, jams, jellies, 
olives, pickles, preserves, etc.)... 47,996 46,533 *3.0 
Total all commodities listed...... 9,184,661 9,816,948 6.9 


*Decrease. 


HOLLAND BRANCH OPENED 


The Sacramento Northern Railway June 29 formally opened 
its new Holland Branch, which extends from Riverview, Yolo 
county, a station on the Sacramento Northern seven miles south- 
west of Sacramento, to Westfield, Solano county. The Holland 
Branch, which is 15.8 miles in length, traverses the Glide, Lis- 
bon and Holland districts of the Sacramento delta region. 

By the operation of the Holland Branch, constructed at a 
cost of approximately $750,000, rail transportation is now af- 
forded for the first time to one of the richest agricultural areas 
in California. Through the connection of the Sacramento North- 
ern with the Western Pacific at Sacramento, producers in the 
territory served by the Holland branch now have an all-rail 
route to eastern markets. The producers also gain access to the 
San Francisco Bay region through the Sacramento Northern, as 
well as to other points in California reached by the Sacramento 
Northern, the Western Pacific and their connections. 

In the territory tapped by the Holland Branch are grown 
large yields of beans, potatoes, peas, onions, sugar beets, pears, 
barley, alfalfa, asparagus and other products. More than 5,000 
acres are planted at the present time in asparagus, which is of 
a fine quality. 


NORFOLK AND WESTERN WAREHOUSES 


To expedite the movement of its growing import traffic and 
to prepare for the business of the future, the Norfolk and West- 
ern Railway will expend approximately $250,000 for the con- 
struction of two large, modern warehouses adjoining the rail- 
road’s merchandise piers at Lambert Point (Norfolk), Va., it 
was announced at the general offices of the company. Work 
on the project, which was authorized by the railway’s board of 
directors in Philadelphia, will be started at once, the announce 
ment said. 

The warehouses will be built in the rear of the merchandise 
piers “L” and “O,” and will have a combined total of approxi 
mately 156,000 square feet of floor space. Each will be 120 feet 
wide. One will be 500 and the other 800 feet long, and both 
will be connected with Norfolk and Western piers “L” and “O” 
by covered concrete trucking ways. 
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Aviation News 
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LAMONT ON AVIATION 


“The United States is embarking upon an era of aviation 
activity unprecedented in the history of the industry,” said 
Robert P. Lamont, Secretary of Commerce, July 2, in a radio 
talk opening the “Roads of the Sky” radio series to be broad- 
cast by the National Broadcasting Company in co-operation 
with the aeronautical Chamber of 
Commerce of America. Secretary La- 
mont, among other things, is charged 
by Congress with the duty of develop- 
ing air craft in commerce. 

“The year 1929 is ushering in the 
definite realization in a larger way 
than ever, the results of many years 
of pioneering, painstaking effort and 
accomplishment. Ample capital is 
available, the air-craft manufacturers 
are developing and producing without 
restriction, airways are being estab- 
lished, and nothing seemingly stands 
in the way of the full development of 
air transportation in all its phases 
and all its possibilities. 

“Five hundred million dollars have 
been made available for aeronautical 
enterprises within the last two years, 
and today we are witnessing a period 
of constructive reorganization and healthy growth within the 
industry. 

“Commerce and industry seem to have adopted air trans- 
portation wholeheartedly. The transformation from the early 
days of the ‘barnstorming acrobat’ to the present well-estab- 
lished system of air lines was achieved with such rapidity that 
it has been difficult for us to realize that aircraft has taken its 
place in our transportation system with the railroad, the steam- 
ship, and the automobile. 

“Business concerns—banks, manufacturers and retail organ- 
izations—are recognizing the value of the airplane as the 
swiftest of all transportation vehicles. They are sending their 
correspondence by air mail to expedite transactions and effect 
a saving of dollars in interest charges and other ways through 
the expenditure of a few cents in postage. Air transportation 
is being used to speed up express shipments, and the list of 
companies owning private planes for business use is long and 
representative and growing. 

“Los Angeles, San Francisco and Seattle have been moved 
hundreds of miles nearer our eastern centers as scores of planes 
carrying mail, express and passengers hurdle the western moun- 
tains and cross the plains on their daily flights from coast to 
coast. Moreover, this activity has crossed the boundaries of 
the United States, and Latin American centers rich in trade 
possibilities, but previously handicapped by extreme distances, 
are being brought as close to New York as our own Pacific 
coast. As a matter of fact, all countries are being encompassed 
by a much more limited sphere, with the result that American 
trade throughout the world is certain to receive renewed 
stimulation. 





ROBERT P. LAMONT 


No Barriers 


“The airplane is the first mode of transportation to recog- 
nize no physical or geographical barrier to its ultimate use. 
Transoceanic flights have blazed the trails for future world air 
routes over land and sea. In less than two years we have seen 
Lindbergh’s pioneering trip through Central America turned 
into regular air lines penetrating deeply into South America 
on regular schedules. 

“England has been linked with its far-flung outposts in 
India, and scores of air lines cross and recross Europe in a 
great network of regularly flown transport routes. Such devel- 
opments are certain to knit together the interests of all nations 
and bring about an era of better understanding. 

“Wings of commerce should be wings of peace. The exten- 
sion of commerce through air transportation to all parts of the 
world presages a new era of peace and prosperity. The airplane 
of commerce has been a messenger of peace and goodwill 
wherever it has flown. Civilizations formerly separated by 


oceans and mountains now intermingle their cultures and a 
spirit of international consciousness is being fostered. 

“The United States government can point proudly to its 
pioneer work in the development of practical air transportation. 
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It established the air mail and then wisely turned over these 
operations to commercial contractors. The Department of Com- 
merce has founded its policy for the regulation and control of 
the aviation industry upon a conviction that self-regulation is 
most effective. The regulations in force, which were designed 
to protect the flying public, were worked out in co-operation 
with the leaders in the industry. They are constructive regula- 
tions, aimed to encourage development rather than retard it, 
and I am convinced that the government should continue its 
present policy of close co-operation with the aircraft industry 
in the further development of aircraft and equipment. 

“The government has with forethought and care undertaken 
the building of an extensive system of airways over which 
commercial, military and civilian planes may operate with 
safety. The navigation aids on the airways, such as beacons, 
markings, radio and weather service, are invaluable to the 
thousands of people who use the airways today as the ‘roads 
of the sky.’ Air transportation, if it is to be of the greatest 
service to the traveling public, must have a net work of airways 
almost as comprehensive in its scope of service as our national 
highway system; the further development thereof rightly falls 
within the sphere of federal governmental enterprise, and the 
present policy of extending them in an orderly fashion will 
undoubtedly be maintained. » 


In the Near Future 


“Looking ahead but a few years one may reasonably 
visualize airplane postoffices, the mail being picked up, sorted 
and discharged in much the same fashion as is now done by 
railroads; transcontinental services in aircraft provided with 
comfortable sleeping accommodations; radio-telephone com- 
munication for passengers as well as crew; improved naviga- 
tional aids and landing facilities for all conditions of weather; 
schedule maintenance as precise as our railroads; and a service 
so comprehensive that practically every important industrial 
center in the United States will be identified with this new en- 
terprise which has rapidly become an indispensable part of our 
general transportation scheme. 

“While airways are a major factor in the successful opera- 
tion of aircraft, the establishment of airports is of equal or 
greater importance. It is a matter for local enterprise entirely. 
Communities throughout the United States are fast realizing 
the opportunities involved and are proceeding with airport 
development in a most constructive way. One year ago there 
were less than 500 airports of record in the United States 
Today there are more than 2,000 in operation or in the process 
of development. Others are being planned and soon it will be 
a most backward community that is not affording adequate air- 
port facilities for the craft that travel the sky lanes. 

“The advance which has been made in aircraft construction 
and operation is almost phenomenal. Aircraft manufacturers 
have established comprehensive production programs and are 
continuing to develop new types as the needs arise. Thousands 
of pilots are being trained, and we little realize the extent to 
which even now we rely upon aircraft in our everyday activities. 
During the last three years privately operated companies have 
developed scheduled air transport services covering sixty thou- 
sand miles daily—twice the distance around the earth at the 
equator. Schedules are maintained with precision throughout 
the twenty-four hours of each day, over mountain ranges and 
through all sorts of weather. 

“Much has been said about developing ‘airmindedness. 
Years ago we could as consistently have referred to ‘train- 
mindedness’ or ‘steamship-mindedness.’ It meant quite the 
same-thing. The acceptance of rail and steamship transporta- 
tion was dual.. Confidence grew as new services were estab- 
lished, reliability demonstrated, greater safety measures adopted, 
and add@ftional comfort provided. The same is true of air trans- 
portation. Already there has been practical proof that the 
scheduled operation of aircraft over established routes is prac 
tical, safe and reliable. The current year will see the inaugura- 
tion of passenger services so comprehensive and satisfactory 
the users of transportation of any kind will adopt them in 
the same,manner they have accepted other modes of travel, and 
the coined expression ‘airmindedness’ will have lost any sig 
nificance ever attributed to it. 

“The future of aviation is a favorite subject for discussion. 
The most sanguine of the early predictions have long since 
been realized. Obstacles have been overcome so rapidly that 
it seems as though future expansion is only limited by necessity 
and imagination. We can challenge the future with confidence. 
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25-Hours 


New York— 
Chicago 


ohe 
ERIE 


Attaining New Heights of 


Westbound 
Eastern Standard Time 
Individual Seat Coaches NEW YORK 
© W. 23rd St. . 8:35 A.M. 
ChambersSt. 8:45 ‘‘ 
(Jersey City). 9:10 ‘ 
Lounge Car for Paterson..... 9:36 ‘‘ 
Middletown. .10:42 ‘‘ 
Coach Passengers Deposit...... 1:28 P. M. 
’ Binghamton.. 2:35 
© ee ee ae 3:04 ‘* 
averly...... 3:30 “ 
Superb Restaurant Car Elmira....... 3:58 “ 
Corning...... 4:23 “ 
@ Hornell...... §:22 ‘* 
BUFFALO 7:35 ‘ 
Newest type no faeneeas 6:50 ‘* 
* amanca... 7:23 ‘‘ 
sleeping os Jamestown... 8:11 ‘“ 
Meadville.... 9:50 ‘* 
© Sharon....... 10:50 ‘‘ 
- *Youngstown.11:15 ‘‘ 
Superior Pullman Warren.......11:37  “ 
Chair Cars ||Akron....... 12:40 A.M 
Marion....... 3:16 ‘ 
© Central Standard Time 
Huntington.. 5:00 A.M. 
" Englewood... 8:07 ‘‘ 
Erie passengers CHICAGO 


are Erie guests DearbornSta. 8:25 A.M. 
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Eastbound 

Central Standard Time 
CHICAGO 
DearbornSta. 5:35 P.M. 
Englewood... 5:50 ‘‘ 
Huntington.. 9:05 ‘ 
Eastern Standard Time 
Marion....... 1:02 A.M. 
Akron........ 3:24 ‘* 
Warren.. -—_ ~ 
+Youngstown 4:58 ‘* 
Sharon....... San * 
Meadville.... 6:28 ‘ 
Jamestown. ——— 
Salamanca 9:00 ‘ 
are Sa7 * 
BUFFALO 8:55 ‘ 
Hornell...... 11:07 ‘ 
Corning...... 12:01 P.M 
Elmira....... 12:26 ‘‘ 
Waverly...... 12:48 ‘‘ 
Owego........ Tees 
Binghamton.. 1:46 ‘‘ 
Deposit....... 2:53 * 
Middletown... 5:33 “ 
Paterson..... 6:43 ‘* 
NEW YORK 

Jersey City... 7:10 P.M. 
Chambers St. 7:22 ‘‘ 
W. 23rd St... 7:30 ‘“* 


*Sleeper open for occupancy at Youngstown at 9:30 P.M. 


||\Sleeper open for occupancy at Buchtel Seer pening Space, 


Broadway and Exchange St., Akron, at 9:30 P 
tSleeper may be occupied at Youngstown until 8:00 A.M. 
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Through Cars 
between 
New York 
and Buffalo 


LIMITED 


Travel Luxury and Comfort 
Condensed Schedules of the Erie Limited 


Pullman Observation 
Lounge Car 


© 


Lowest 25-hour 
fare between 
New York and Chicago 


© 


No excess fare between 
intermediate stations 
or terminals and 
intermediate stations 


© 


Other fine, fast trains’ 
on convenient schedules _. 
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The government has shown wisdom and thoroughness in its 
regulation and development activities; the operators have dem- 
onstrated their ability and courage. 

“Air transportation has already become indispensable to 
industry and commerce, and its field of profitable usefulness is 
being extended almost daily. Such being the case, and with 
ample funds available for the creation and establishment of any 
service for which there is the slightest demand, there remains 
no doubt whatever but that it will become a major factor in 
our further industrial and social progress.” 


ODDS AND ENDS OF AIR USAGE 


(Compiled by Aeronautics Branch, Department of Commerce) 


California honey producers sold their surplus stock by air 
mail. Citrus growers used air mail in place of telegraphy for 
sending manifests. 

Apple shippers in Oregon used air mail for selling orders, 
bills of lading, car tracers and supplies orders. 

Vaccine was rushed by air to halt an outbreak of anthrax 
on the west coast. Snake serum dropped from airplane in the 
Canal Zone. 

Grass seed sown by airplane in Coos county, Oregon, re- 
forestation in Hawaii. Crop dusting by air standard practice in 
south. 

Exploration in Alaska advanced by Department of Interior 
airplanes. 

Pima county (Ariz.) Superior Court flew its staff to a short 
session to save seven hours of desert automobile travel. 

Refrigerator airplanes carry sea foods between Mexico and 
California. 

Wolf hunts by airplane helped rid Nebraska farmers of the 
raiding canines. 

Many newspapers use airplanes for suburban or other special 
deliveries. 

Financial newspapers go by night air mail from New York 
to Chicago. 

A printing company uses the air mail to reach their holiday 
card agents. Another urges the return of proofs by air. 

Shipbuilding concern increased yacht sales by air mail sales- 
manship. A varnish manufacturer got preferred attention by 
similar methods. 

A medical school proposes that physicians use the airplane 
to cover small communities. 

A department store in San Francisco had air mail announce- 
ments of new styles sent from New York. Another demonstrated 
alighting and departing on buildings. 

Florists found air transportation of value in shipping cut 
flowers to exhibitions. 

Rare drugs, diamonds and baby chicks are other items en- 
trusted to the air mail. 

Banks save interest on collections. 

P Fisheries employ airplanes in harvesting salmon and other 

sh. . 
Eggs from Bureau of Fisheries taken by airplane to moun- 
tain streams on the Isthmus as they were about to hatch—the 
eggs. 

Furs are rushed by air in order to meet the market. Other 
goods shipped by air include: Lingerie, hardware samples, mo- 
tion picture films, gold, flowers and emergency repair parts on 
telephoned orders. 

Flooded areas and persons marooned aided by air. 
fly to patients and the ill are flown for treatment. 

City smoke violations detected by the flying inspector and 
planes carry rescue personnel and equipment to mine and other 
disasters. 

Mapping, engineering surveys, city planning, taxation rec- 
ords, traffic congestion—all find the airplane invaluable 

Of course, everyone in a hurry uses the airplane. 


Doctors 





AIRLINE OPERATION 


The air traffic manager is still too new in years to begin 
building up his own literature, but in “International Airports,” 
a book written by Stedman S. Hanks, Lieut.-Col. in the. Air 
Corps Reserve, and published by the Ronald Press, New York, 
he will find a chapter or two of unusual interest. He will find, 
for instance, a chapter on the handling of passengers and 
freight that will show him how well organized these activities 
have become in Europe. He will learn, perhaps to his surprise, 
that package freight can be shipped in central Europe via rail 
and air on a single bill of lading and under joint combination 
rates. There are in the book, also, chapters on air insurance 
and on airport management that contain material of interest 
to the traffic man. Even the chapters of plain description and 
of observations concerning the operations of airlines—to which 
the book is largely devoted—should be of interest to every 
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transportation man who realizes that the airplane has a pretty 
definite place in the transportation system of the near future, 


UNIFORM AIR REGULATION 


The need for uniform state legislation regulating civil] 
aeronautics is pointed out by the aeronautics branch of the De. 
partment of Commerce. 

Regulations of the department, under the air commerce act 
of 1926, it is pointed out, may be imposed only on aircraft and © 
airmen engaged in interstate commerce. The departmert can 
and does, however, extend the licensing privileges to intrastate 
owners and operators of aircraft on application. 

The branch says there are several ways in which uniformity 
may be accomplished. 

“The simplest seems to be the enactment of a state law 
which would, in its effect, require all intrastate aircraft and air. 
men to be federally licensed,” it says. 

The department has prepared suggested forms of state laws 
that may be obtained from the aeronautics branch. 


NEW ENGLAND BOARD 


According to the 46 commodity committee reports of the 
New England Shippers’ Advisory Board, carloadings in the ter- 
ritory of the board for the third quarter of the year are expected 
to show an increase of 5.4 per cent over actual loadings in the 
same period of last year. Only seven of the committees report- 
ing anticipated decreases. A summary of the report follows: 








Increase Decrease 

Automobiles and accessories........-. No Change 
Brass, bronze and copper............. 8 to 10% 
J eS SO errr Tee 10% 
Building and monumental stone....... No Change 
Se” RO Ay rrr re 14% 
ol a ee ee re res No Change 
ae ee eee errr re 5% 
Se eae Oe re ee ee No Change 
Clay, gravel, sand and stone........... No Change 
oe rrr rr ree 10% 
Se error ee er No Change 
INI 5 alo 58 ocd ssca ale tr gia sasale loca voter dib ook wares No Change 
Cotton and cotton products........... 15 to 20% 
DOSED WRGMOUE noc kde cseine esneesseeuees 2% 
Electrical machinery and appliances. .5% s 
Ee ee ne Slight 
PEE i) v:dcesnew ene nee ealeeosaleee cae No Change 
DEED c6-66ctcdubonsens esos 0useoa 5% ; 
ED )_ Sas.b ane oath teu ees aes oeee Slight 
Rr rn ee ee ere No Change 
Hardware and small tools............. 3% 
eee ease hanes cae. c6e ew Onee ore No Change 
rer re ree 20% 
KL ee ere re 10 to 15% 
A EL TTS eae enn re 20 to 25% 
reer eee: 5% 
NT Ma tae rsarse dre tia a cee cae ab wsiw aes aS sa iin No Change 
IIE s.dccudie dca careadinease skit cine as 10% 
Lumber and forest products.......... 1% 
A eee 15% 
Miscellaneous manufactures.,.......... 14% 
Musical instruments................00- 15% 
Packing house Products. ........cccccece 5% 
.  s. 2 reer 6% 
PStroleum PTOGUCEH... .... oc cccicscscvcs 15% 
ne ree No Change 
Pumps, tanks and boilers............. 10 to 15% 
ee eS ee No Change 
SE WOON ooo 6.06 0c ceccictccevcee No Change 
res err ee No Change e 
IN ek wed ob gious ais aGied-o<d.0 win eo Oe 25% 
Er rae oe re eee ee No Change 
Valve, valve fittings and plumbers’ 

UNNI bd-u 0 wid sip oS ewes ose waduie No Change 
Sees eres 10% 
I ic 0.5 KG asa nedebseeesccaea Slight 
OEE ian 6 css ceeseiteaseecsawoon Slight 

We Ne VIII oi 60 6:0:40 60 vtewend 5.4% 


*Covers loading at Rockland, Me., shipments to New England 


from Hudson Upper, N. Y., and import. 

For the first quarter, the commodity committees predicted 
total loadings of 165,163 cars of the 29 commodities covered by 
the national forecast. Actual loadings in the period were 166; 
321 cars, a variation of .7 per cent. 

The next meeting of the board will be held at Poland 
Springs, Me., September 27. 


UNION PACIFIC BUS LINES 


The Union Pacific has taken over three motor bus systems 
operating in Kansas, Iowa, Minnesota, Missouri and Nebraska, 
according to an announcement by its president, Carl R. Gray. 
The lines are the Interstate Transit Lines, Cornhusker Stage 
Lines, and the Queen City Coach Lines. The purchase price 
was said to have been in the neighborhood of $1,500,000. The 
interstate busses operate between Omaha, Lincoln, Fremont, 
Wahoo, Norfolk, Dodge and Grand Island, Neb., Kansas City, 
Mo., and Fairmont, Minn. Cornhusker busses operate betwee! 
Nebraska points, and the Queen City busses run out of Beatrice 
to Lincoln, Neb., Marysville, Kan., Fairbury, and Pawnee Cit), 
Neb. A total of 80 coaches are operated by the lines. 
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-——,s OCEAN SHIPPING NEWS 


: SPLIT DELIVERY REPORT 


That thé Shipping Board should find that for the future 
“the according by the respondents herein to carload shipments 
which are split-delivered at two or more Pacific coast ports the 
same rates as are assessed solid carload shipments delivered 
at one port will constitute undue and unreasonable preference 
and undue and unreasonable prejudice as between persons and 
descriptions of traffic in violation of paragraph 1 of section 16 
of the shipping act, 1916,” is the recommendation of the board’s 
bureau of regulation in a tentative report in No. 45, Associated 
Jobbers and Manufacturers of Los Angeles vs. American- 
Hawaiian S. S. Co. et al. 

‘The bureau said it was evident that to eliminate the 
preference and prejudice the respondents should effect an ad- 
justment in rates and/or charges that would adequately reflect 
“the ‘substantial additional service performed in connection with 
split delivering carload shipments at two or more ports.” 

The complainant attacked the practice of respondents ac- 
cording to carload shipments from Atlantic ports that are split 
delivered. in segments between from two to six Pacific coast 
ports the same rates as they assess on carload shipments 
“straight” or solid delivered at one port. It alleged that its 
members as receivers of solid delivered carload shipments were 
thereby’ subjected to undue and unreasonable prejudice in viola- 
tion of ‘section 16 of the shipping act, and that the split- 
delivered traffic was unduly and unreasonably preferred in 
violation of that section. 

The bureau said eleven of the sixteen carriers named as 
respondents averred that the granting of split deliveries of 
carload shipments at the same rates as charged for solid car- 
load deliveries resulted from the repondents Argonaut and 
Isthmian Lines doing so, and that competitive conditions had 
forced them to adopt the same action. The Calmar Steamship 
Corporation said it was. willing to return to its former practice 
of assessing additional charges for split deliveries. The Argo- 
naut and Isthmian lines, said the report, assumed the burden 
of the defense. Continuing, the bureau said: 


Subsequent to the organization of the present United States 
Intercoastal Conference in the early part of 1927, the following rule 
was adopted by the member lines, which became effective September 
1 of that year: 

“Split deliveries of carload shipments between Pacific coast termi- 
nal ports will not be permitted except upon payment of L. C. L. rates 
on the entire quantity billed. 

Prior thereto the splitting of carload shipments, when permitted 
at all, varied greatly from time to time and with the different carriers. 
At intervals shipments were split-delivered without any charge over 
and above the solid earload rates as at present. During other periods 
of time charges up to 25 cents a hundred pounds were assessed for 
the split delivery service. Sometimes the amount of the charge de- 
pended upon the number of: segments, and in other cases the charge 
was made by one or more of the carriers against only that portion 
of the carload which was on-carried from the first port of discharge. 

The rule effective September 1, 1927, quoted above appears to 
have been followed by all of the eleven members of the conference 
as well as lines outside the conference, ineluding the Argonaut and 
Isthmian lines, for a period of approximately three months. At the 
time the complaint was filed, however, it had been abandoned by all 
concerned. As testified by witnesses for the complainant, not only 
were carloads being split-delivered at the different Pacific coast ports 
at the carload rate, but in many instances the individual less-than- 
carload segments delivered at a given port were being split by the 
carriers into still smaller segments for sundry receivers at that port, 
without extra charge. Subsequent to the complaint the respondents 
again changed their practice, until as of the last date covered by 
the evidence submitted, and except with respect to a few contracts 
previously entered into which have since expired, it appears that all 
of the respondents, including the Argonaut and Isthmian lines, while 
according free split deliveries between two or more ports, are no longer 
granting it to consignees at a single port. For splitting at one port 
a charge of 10 cents per 100 pounds over the carload rate is now made. 


The report reviewed the testimony with respect to the cost 
of making split deliveries as compared with making solid car- 
load deliveries. With the exception of the Argonaut and 
Isthmian lines, said the report, none of the respondents denied 
a considerable additional cost over and above that incident to 
solid carload deliveries. The bureau concluded that the expense 
of the split delivery service “exceeds by substantial amount the 
expense of making solid carload deliveries.” It also stated that 
the evidence in no respect indicated that free split deliveries 
had at any time appreciably increased the movement of traffic. 
In summing up, the bureau said: 

Section 16 of the shipping act relied upon by the complainant 
and supporting interveners, in so far as it has application to the 
present proceeding, provides: 


“That it shall be unlawful for any common carrier by water, 
or other person subject to this act, either alone or in conjunction 








with any other person, directly or indirectly, to make or give any 
undue or unreasonable preference or advantage to any particular 
person, locality, or description of traffic in any respect whatsoever, 
or to subject any particular person, locality, or description of traffic 
to any undue or unreasonable prejudice or disadvantage in any respect 
whatsoever.”’ 

That the free split-delivering of carload shipments disadvantages 
and prejudices those here attacking it, and prefers and advantages 
their competitors, is abundantly demonstrated throughout the record, 
It will be observed from the provision of the statute above quoted, 
however, that the character of preference and advantage on the one 
hand and the prejudice and disadvantage on the other which comes 
within the prohibition of the statute is that which is undue or un- 
reasonable. In the language of a well considered federal court de- 
cision construing an identically phrased provision of another regula- 
tory statute it is said: 

“The standard by which to determine when an advantage to 
one or a prejudice to some other is undue or unreasonable is not 
difficult to determine. Whenever it is sufficient in amount to be sub- 
stantial and of importance to either the one receiving the advantage, 
or to the one suffering the prejudice, it must be held to be undue or 
unreasonable.’’* 

Of pertinence in this relation is the testimony of many witnesses 
representing Pacific coast jobbers, wholesalers, manufacturers and 
retailers setting forth the deleterious effects of the respondents’ free 
split-delivery service upon their respective businesses ranging from 
five to ninety per cent shrinkage in volume. Significant also is the 
testimony by a considerable number of eastern manufacturers affirm- 
ing the great advantage accruing to them by virtue of their use of 
such service, and the expressions by shippers that the use of the 
split-delivery privilege is of value to them and that they are willing 
to pay for it. In short, by the te of evidence the prejudice 
and disadvantage encountered by the complainant and supporting 
interveners and their traffic, as well as the preference and advantage 


-accorded to their competitors and such competitors’ split-delivered 


traffic, are upon the record established to be both undue and unrea- 
sonable. Although not of influence to the above determination, ref- 
erence is appropriate at this point to the testimony of a number of 
receivers of less-than-carload shipments setting forth the detrimental 
effect upon their businesses due to competitors’ ability to avail of the 
free split carload privilege. 


*I. C. C. vs. C. & O., 128 Fed. 59, 70. 


OCEAN AGREEMENTS APPROVED 


The following agreements filed in accordance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board July 3: 


Dollar Steamship Line with Redwood Line, Inc.: Arrangement 
providing for through movement of shipments from Gulf ports to 
Oriental ports, with transhipment at San Francisco. Through rates 
are to be the same as direct line rates of the Far East Conference, 
and apportioned equally between the lines, subject to minimum pro- 
portion of $5 per ton weight or measurement to Dollar Line and $5.65 
to Redwood. Transhipment costs are also to be apportioned equally 
between the lines. On cargo to differential or outports in the Orient 
Dollar Line is to receive the excess of the through rate over the rate 
to Oriental base ports of call. 

States Steamship Co. with Panama Pacific Line: Through billing 
arrangement covering movement of shipments from Far East ports 
to New York via San Francisco. Through rates are to be those 
quoted by the States Steamship Company and are to be apportioned 
equally between the lines,- subject to minimum proportion of $4.5) 
to the intercoastal carrier. Cost of transhipment including state tolls 
and customs entries at San Francisco are to be assumed in equal 
proportions by the lines. 

Munson Steamship Line with McCormick Steamship Co.: Agree- 
ment providing for operation of vessels owned by Munson Line and 
McCormick neem | Company in a joint intercoastal service in ac- 
cordance with mutually arranged schedules. Vessels in the joint serv- 
ice are to be operated for owner's account, Munson to act as general 
agent for McCormick on the Atlantic Coast and McCormick to act 
in a similar capacity for Munson on the Pacific Coast. 

Calmar Steamship Corporation with Los Angeles-San Francisco 
Navigation Company: Arrangement providing for movement of ship- 
ments on through bills of lading from Baltimore and Philadelphia to 
Santa Barbara, Calif., with transhipment at Los Angeles Harbor 
or San Francisco. Through rates are to be combinations of the local 
rates of the participating carriers. When less than $1 transhipmett 
charges are to be absorbed by Los Angeles-San Francisco Navigation 
Company, and when in excess of that amount by Calmar. Vessels of 
Los Angeles-San Francisco Navigation Company are to call at Cal- 
mar pier for shipments aggregating 50 tons or more. 

Redwood Line, Inc., with Kingsley Navigation Company: Through 
og arrangement covering movement of shipments from Gulf ports 
to Victoria, British Columbia, with transhipment at San Francisco. 
Through rates are to be Redwood Line’s local rates to Pacific Coast 
terminal ports plus arbitrary of 20 cents per 100 pounds, out of which 
Redwood Line will absorb proportional rates of the on-carrying coast- 
wise line. Toll charges and cost of drayage incident to transfer 0 
shipments at San Francisco are to be absorbed by the carriers it 
equal proportion. When shipments aggregate 100 tons or more Kings 
ley vessels are to call at Redwood pier, eliminating cost of drayasé 

Calmar Steamship Corporation with Wilhelmsen Line: Arrange 
ment covering through shipments of cod liver oil and canned fish from 
Norway to Pacific Coast terminal ports of Calmar Steamship Corpora: 
tion, transhipment at Philadelphia. Through rates, which are to 
based on direct line rates, and transfer charges are to be apportioned 
40 per cent to Wilhelmsen and 60 per cent to Calmar. 


New Conference Established 


Agreement for establishment of a conference to be known # 
East Coast Colombian Steamship Lines Conference, participated in by 


— 
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COURTESY 


A Call to Industry 


The Illinois Central System lives 
in a community—the Mississippi 
Valley—which is more than a thou- 
sand miles in length and which in- 
cludes fourteen important states. To 
assist in the industrial development 
of this great territory is one of the 
railroad’s major undertakings. Such 
a program is one of enlightened self- 


interest, for the progress of the IIli-. 


nois Central System is bound up in 
the advancement of its territory. 


Good transportation is an indus- 
trial necessity. First, therefore, the 
Illinois Central System endeavors 
to give the best service that a well- 


trained organization working with. 


adequate facilities can perform. - 

In addition, the Illinois Central 
System is constantly seeking to be 
helpful to the industries of its terri- 
tory in the solution of their varied 
problems. Assistance is rendered in 
locating raw materials, developing 
markets, increasing production, 
reducing expense and meeting the 
other timely demands of a fast- 
moving age. 


The services of the entire I]linois 
Central System organization, 
nation-wide in scope, are available 
not only to industries already estab- 
lished in the Mississippi Valley 
but also to those seeking locations 
therein. The railroad has reliable 
information available with respect 
to industrial opportunities, and 
special surveys will be gladly made 
upon request. 


This territory has many attrac- 
tions for industries. Its great nat- 
ural advantages are becoming well 
known. Supplementing these is an 
alert citizenship with a co-operative 
spirit. 


Industry and transportation are 
closely related. They work together 
for mutual benefit in the territory of 
the Illinois Central System. 


Constructive criticism and sug- 
gestions are invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, July 1, 1929. 
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carriers operating between North Atlantic ports of the United States 
and Cartagena and Puerto Colombia. Under its terms all freight and 
other charges for transportation of cargo between these ports are to 
be assessed in accordance with the rates, charges and regulations 
agreed upon by the parties in conference. Unjust discrimination, 
discounts, rebates and returns of evéry description are prohibited. 
Each party to the agreement is required to deposit $10,000 as a 
guarantee for the faithful performance of the terms of the agree- 
ment, and damages for violation thereof are liquidated at a sum 
equal to four times the amount of freight moneys or other compensa- 
tion received by the party committing the breach, subject to a mini- 
mum penalty of $500 for each infringement. Questions as to alleged 
breaches of the agreement are to be determined by arbitration in 
accordance with the laws of the state of New York. 

Any party to the agreement may be eliminated upon showing 
reasonable cause therefor, such as breach of the agreement or viola- 
tion of the rules and regulations of the conference. Members may 
withdraw upon thirty days’ written notice and new members my 
be admitted by unanimous consent of the members upon compliance 
with the terms of the agreement. 


The board also approved the cancellation of an agreement 
recording a cooperative working arrangement in pursuance of 
which the vessels of three companies, the Oriental Navigation 
Co., Columbia Pacific Shipping Co. and Forest Transport Corp., 
operated in a joint intercoastal service under the designation of 
the Quaker Line. Cancellation of this agreement was requested 
because of the acquisition by the Pacific-Atlantic Steamship 
Company of all right, title and interest of the above named 
lines in the Quaker Line. The Pacific-Atlantic Steamship Com- 
pany joined in the request for cancellation. 


UPHOLDS LIGHTERAGE CHARGE 
The Trafic World New York Bureau 


Criticism of the Port of New York Authority and the opin- 
ion that the body is not authorized to represent New Jersey in 
matters involving the “protection of domestic interest” is con- 
tained in a statement by Milton P. Bauman, chairman of the 
rate committee of the New Jersey Industrial Traffic League and 
the Northern New Jersey Freight Traffic Committee, concern- 
ing the proposed regrouping of freight rates by the Commission. 

The statement is in reply to statements issued by New 
York City interests and the Port of New York Authority that 
New Jersey is seeking a preferential freight rate over New 
York City, contending that lighterage costs on the Hudson 
River should not be included in rates to Jersey points which 
make no use of lighterage facilities. 

Hearing on the proposed rates will be held before the 
Commission in Washington this month. 

The new rate would add an arbitrary mileage rate of ten 
miles to points in Middlesex, Union, Essex, Hudson, Passaic 
and Bergen counties. 

“The action of the legislature in appropriating funds for 
the prosecution for New Jersey’s fight clearly repels the un- 
warranted assumption of the Port of New York Authority that 
it is entitled to speak for New Jersey,” declared Mr. Bauman. 
“It is largely because of the damage done to New Jersey’s case 
by the Port of New York Authority that the movement now 
under way had its inception.” 

He argued that it was New Jersey’s contention that the 
proper protection of the Port of New York “lies in bringing the 
ships to the New Jersey water fronts, where they may be 
served by rail connections.” 

“In the 1916 litigation,” he declared, “the Commission held 
that the commercial and economic requirements of the Port of 
New York were such as to warrant the continuation of the 
then existing group rates. 

' “It ig now proposed to continue the group, but to apply to 
the entire group an arbitrary distance of ten miles beyond the 
rail terminal at the New Jersey waterfront.” 

Explaining what, in his opinion, would be the effect of the 
proposal he said: ; 


From Metuchen, N. J., for instance, the actual distance to Phila- 
déiphia is sixty-four miles. The distance from Reading, Pa., to Phila- 
delphia is sixty-five miles. For these distances the scale rate would 
be 48 cents, but it is proposed to apply to Metuchen a rate made 
on a distance ten miles in excess of the mileage from Jersey City 
oo — a total distance of 100 miles, for which the rate would be 

cents. ; 

It is the position of New Jersey that a shipper from Metuchen 
to Philadelphia should pay no more than a shipper from Reading to 
Philadelphia. New Jersey objects to paying to Philadelphia from 
Metuchen the same rate as applies from New York. 


The United States Rubber Company sent to Governor Lar- 
son, of New Jersey, a protest against any discontinuance of 
lighterage at the Port of New York. It declared that such a 
change would result in increasing the cost of northbound freight 
movements to New Jersey plants. It said it was considerably 
disturbed over the present agitation, as it has plants in Jersey 
City, New Durham, Passaic and New Brunswick, and that the 
New Jersey interests back of the present agitation were “bark- 
ing up the wrong tree.” 

“On northbound freight,” 


it set forth, “such as cotton 


piece goods, etc., reaching New York (Manhattan) via the Old 


The Traffic World 





Vol. XLIV, No. 1 


Dominion Line-Ocean Steamship Company and Clyde Line, con- 
signed to our Jersey City and Passaic factories we receive free 
lighterage delivery at Jersey City waterfront. The discontinu. 
ance of free lighterage at New York would mean an additional 
transportation cost for our plants to assume on this particular 
movement.” 

The letter was signed by George F. Hichborn, general traffic 
manager, and was similar in tone to protests filed with Gov- 
ernor Larson by the National Sugar Refining Company, the 
Corn Products Refining Company, the Magor Car Corporation 
and the New Jersey Zinc Company. Eleven of the twelve 
steamship lines using the New Jersey waterfront previously had 
petitioned the governor to assist them in maintaining the ex. 
isting lighterage system. 

The United States Rubber Company communication reads 
as follows, in addition to the paragraph already quoted: 


? As a New Jersey corporation, and having plants located at Jersey 
City, New Durham, Passaic and New Brunswick, we are decidedly 
concerned over the controversy that is now taking place between 
certain interests in New Jersey who are agitating the elimination 
of free lighterage within the Port of New York and the Port Auth- 
ority, in conjunction with other New York and New Jersey interests, 

As large users of the facilities of the Port of New York in both 
import, export, domestic and intercoastal freight we are of the opinion 
that the New Jersey interests, who are agitating institution of litiga- 
tion before the Interstate Commerce Commission seeking an order 
requiring the carriers to discontinue this long established practice, 
are barking up the wrong tree. We understand that they have al- 
ready interested the New Jersey Chamber of Commerce and are now 
seeking state aid. 


FRANKLIN TO EXPAND SHIPPING 
The Traffic World New York Bureau 


P. A. S. Franklin, president of the International Mercantile 
Marine Company, said the recent action of the stockholders in 
approving the new finance plan places the company in a more 
liquid position to develop its shipping interests under the Amer. 
ican flag than it otherwise had. 

“We want to clear up the transfer of stock and other mat- 
ters in connection with the new finance plan,” said he, “and we 
will then be in a position to go ahead with our plans for expan- 
sion. We have in mind increasing our intercoastal service, but 
in this connection we want to get all three of our new vessels 
running before anything definite is done in that matter.” 

The company is now completing plans for the launching of 
the electric liner Pennsylvania at the yards of the Newport 
News Shipbuilding Company July 10. She is the third and last 
vessel in a building program costing approximately $21,000,000, 
which the company is carrying out for the intercoastal service 
of the Panama Pacific Line, a subsidiary company. Her two 
sister ships are already in operation and have proved outstand- 
ing successes in the trade. 

The California, first of the new fleet to be completed by the 
Newport News Shipbuilding Company, was launched in 1927, 
and was followed a year later by the Virginia, and the Pennsyl- 
vania, when it is launched next week, will have been completed 
in . than a year since her keel was laid in the Newport News 
yard. 

The Pennsylvania is of 34,000 tons displacement, has 4 
length of 613 feet, a beam of 80 feet, and a speed of eighteen 
knots. She sails from New York October 19 on her maiden 
voyage for San Francisco, via Havana. 

If the Pennsylvania proves as popular as her two sister 
ships, Mr. Franklin is expected to order three additional liners 
for the trade. This would place him in a particularly strong 
position in the New York-California run, as it would enable him 
to maintain weekly express sailings from this port and San 
Francisco. : 

Another reason that may hasten Mr. Franklin’s decision to 
build three additional liners for the intercoastal run is the rumor 
that powerful interests, attracted by the success of: the Califor 
nia and Virginia, are conducting a survey to determine the 
advisability of building three big, fast liners for the run. These 
vessels, it is said, would maintain sailings on the off weeks, 
when the Panama Pacific has no vessels departing from NeW 
York, as a fleet of three ships only enables them to maintain 
fortnight sailings. 


SOUTHERN PACIFIC RATE HEARING 


The Trafic World New York Bureau 


William Simmons, traffic manager of the Southern Pacific 
Steamship Lines, defended his company’s application for 4 
reduction in rail and water rates, at the Commission’s hearing. 

He asserted that the Morgan Line operated from January 
1 to May 31, of this year, at a deficit of $46,187.39, while it 
earned $420,775.31 in 1928. This figure was extremely low 48 
compared with the earnings of competing lines, he said. 

In describing his company’s piers on the North River 
between Christopher and West Fourteenth streets, he said the 
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‘| OPPORTUNITIES? 
™N ARKANSAS 
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Arkansas Offers 
Unusual Opportu- 
nities for Textile 
Industry Develop- 
ment. 


LABOR SUPPLY 
An abundant supply of native white 
labor, naturally intelligent, easily 
taught and with no disturbing in- 
fluences to disquiet them. 


CHEAP POWER 
Nearness of communities to cheap 


electric power, coal fields and supply 


of natural gas and huge oil fields. 


IDEAL CLIMATE 
Long summers and short, open 
winters are the chief characteristics 
of Arkansas climate—an ideal com- 
bination for industrial development. 


LOW TAX RATE 
Low local tax rate assured by spirit 
of communities to co-operate in in- 
dustrial development. New textile 
plants state exempted for seven 
years. 


RAW MATERIAL 
Abundant supply of cotton assured 
as Arkansas is the center of a terri- 
tory that produces 67 per cent of the 
nation’s cotton supply. 


ADEQUATE TRANS- 
PORTATION 
Points covered in surveys are located 
on Missouri Pacific Lines, assuring 
dependable transportation to all 
parts of the country. 





J. G. Carlisle, Director 
Industrial Development Department 
Missouri Pacific Lines 
St. Louis, Mo. 
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OCATED in the geographic center of seven cotton- 
L producing states, Arkansas offers almost unlimited 
opportunities for the development of the Textile 
Industry. Arkansas scores 100 per cent in the various factors 
necessary for the successful establishment and development 
of this industry. It has none of the recognized drawbacks. 


It is a state that wants and needs industries. It is a state 
that is ready and anxious to co-operate with industry. It is 
a state that is certain to become an important textile center. 
Opportunities for those who vision the approaching indus- 
trial development of Arkansas are many and varied. 


Learn about these opportunities. Familiarize yourself with 
what Arkansas has to offer. This information, compiled in 
comprehensive booklet form is yours for the asking. Recog- 
nizing the trend of the Textile Industry toward Arkansas, 
Robert and Company recently made a complete survey of 
eight Arkansas communities. Each of these reports has been 
compiled in pamphlet form by the Missouri Pacific Lines 
and are now ready for distribution. 


These pamphlets set forth in convincing manner the natural 
advantages offered by each community. They deal with the 
abundance of labor, cheap power, nearness to source of 
supply of raw material and markets and transportation. 
Each pamphlet is cfatiimed with facts and figures of interest 
to everyone connected with the Textile Industry. Write 
today for your copies. 





“A Service Institution” 








PAGE 52 





freight handling facilities were poor. The Morgan Line once 
handled much «westbound traffic but lost almost all of it be- 
cause of its higher rates to the intercoastal lines, he said. 

Cross-examined by Frank Lyon, for the Luckenbach Line, 
he said the rate of the Morgan Line on canned goods between 
Boston or New York to Galveston was 38144 cents a hundred 
pounds and the distance was 2,100 miles. Lyon told him that 
the steamers using Panama Canal and covering 6,000 miles from 
New York to San Francisco charged 45 cents a hundred pounds. 
In addition to the 38% cent rate to Galveston, there is an addi- 
tional charge of 35 or 36 cents a hundred pounds for rail car- 
riage from Galveston to San Francisco. 

Mr. Lyon argued that the Southern Pacific could compete 
with the intercoastal lines if it cut its New York to Galveston 
rate independently of the rail rate. He asked the witness if it 
were not true that the Morgan Line could not cut its rate to 
Galveston without consent of the Southern Pacific. The latter 
replied that it was the consent of the Commission that was 
needed. 

Mr. Lyon declared that the Southern Pacific’s remedy for 
lost business lay in an independent cut in freight rates for the 
New York to Galveston water portion of its route. He asked 
Mr. Simmons if his company would reduce its rates between 
these two ports if permission were granted. The latter replied 
that his company would if it could get more business. 


PACIFIC SOUTH AFRICAN LINE 


“A new service bearing the name of the Pacific South 
African Line will be inaugurated with the first sailing, probably 
in the late summer of 1929, from U. S. Pacific coast ports to 
ports on the south and southeast coast of Africa,” says the 
Merchant Fleet News, the bulletin of the Shipping Board Fleet 
Corporation. “The South African Dispatch Line will operate 
this service under charter basis.” 

The Shipping Board has chartered to the line the Diesel 
motor ships Crown City, West Cusseta and West Honaker, each 
of 8,006 deadweight tons. 


BOARD SELLS VESSEL 

The Shipping Board has authorized the sale of the Proctor 
to the Sipsey Barge and Towing Co., New Orleans, La., for 
$20,000 cash. The vessel is to be converted into a barge and 
all propelling machinery with the exception of boilers and other 
machinery and equipment used in the conversion to a barge 
will be scrapped, the work to be done within the continental 
limits of the United States. The Proctor is a lake-built vessel 
of 3,630 deadweight tons, and has been in lay-up in Norfolk 
since November, 1920. 


ATLANTIC TO PACIFIC CARGO 


Cargo tonnage passing through the Panama Canal from the 
Atlantic to the Pacific in May amounted to 920,360 long tons, 
the greatest amount in that direction in one month since the 
opening of the canal, according to the Panama Canal Record. 

The heaviest Pacific-bound tonnage in any previous month 
was in October, 1928, when 875,641 long tons were carried 
through. 

In the intercoastal trade of the United States, the cargo in 
May, Atlantic to Pacific, amounted to 267,326 tons. The Pacific- 
to-Atlantic cargo in the intercoastal trade of the United States 
amounted to 560,343 tons. 


RATES ON BUILDING TILE 


The gist of the testimony at the hearing in docket 22114, 
Whitacre-Greer Fireproofing Company against the Atlantic 
Coast Line and others, held at Chicago, before Examiner Crow- 
ley, July 3, was that without a proper adjustment of freight 
rates a manufacturer of hollow building tile could not hope to 
prosper, and that such an adjustment, as to east-bound rates, 
did not exist at Waynesburg, O. The complaint charges that 
the existing rates are unreasonable in and of themselves and 
that they are preferential of competitors in the Pittsburgh 
group. Reparation on past shipments and reasonable, non- 
discriminatory rates for the future are asked. 

A. C. Estep, secretary and treasurer of the complainant, 
said his company had averaged an annual profit of .46 per cent 
on investment over the last five years on two plants at Waynes- 
burg and one at Magnolia, O., about five miles from Waynes- 
burg. The three plants had a production capacity of approx- 
imately 300,000 tons a year, comprising a complete line of 
building tile, he said, but the output in recent years had aver- 
aged only about 190,000 toms, and was continuing to diminish. 
Seventy-five per cent of the company’s business was in terri- 
tory east of Ohio, he explained, and the basis of sale was 
f. o. b. plant with freight rate allowed to destination. 

D. D. Whitacre, sales manager, testified that his company’s 
natural market was eastern territory, but that because of the 


The Traffic World 





Vol. XLIV, No. 1 


freight rate situation, it could get little business until its com. 
petitors east of it were sold out. “We get the last of the busi- 
ness,” he said. His company was the farthest west of any 
shipping into the eastern territory, he said. 

In general, the competing plants east of Waynesburg have 
a group adjustment on tile shipments to eastern territory, 
according to the testimony of F. B. McElroy, witness for the 
complainant. The rates from Waynesburg, he said, were 
based on the 71 per cent group—a part of the class rate struc. 
ture. The result, as he presented it, was that there was no 
fixed relationship between the rates applicable from there and 
from competing shipping points. To such points as New York, 
Boston, Baltimore and Philadelphia, Waynesburg was 50 cents 
over the Pittsburgh group, while they were equalized to such 
points as Utica, Syracuse, Rochester, N. Y., and Rockland, Me, 
The rate from Waynesburg to such a relatively short haul 
point as Cumberland, Md., was only 20 cents over the Pittsburgh 
rate, “for the shortest haul you could get,” he testified. In 
addition to the showing of prejudice, he made extensive rate 
comparisons for the purpose of showing the allegedly unrea- 
sonable level of the rates. The distance from Waynesburg to 
Baltimore, was shown as 437 miles, for which the rate was 
$4.10. On the Southern brick scale, prescribed by the Com. 
mission, the rate would be $3.30, and on the southwestern scale, 
$3.40, according to his exhibits. He asked a rate of $3.60, 
which is the rate from Pittsburgh. Mr. McElroy asked that 
Waynesburg be included in the Pittsburgh group, although he 
said he thought the Pittsburgh rates would be more than 
reasonable. 

W. M. Council, of the National Fireproofing Company, which 
has plants at Waynesburg and other points, said that if any 
reductions were made in the rates applicable to the complain. 
ant’s shipments, his company would naturally expect similar 
reductions from its plants in the 71 per cent territory. 

H. C. Downer, Melvin Clay Company, Melvin, O., also testi- 
fied in support of the complaint. 

The hearing was adjourned over July 4. C. L. Farrell, com- 
merce assistant, Pennsylvania, began the presentation of testi- 
mony in behalf of the defendants July 5. The rates to eastern 
points from the Pittsburgh group were fixed by the Commission 
in the so-called general brick case, reported in 68 I. C. C. 213, 
which took effect in 1922, he said. Pittsburgh was in the 60 per 
which took effect in 1922, he said. Pittsburgh was in the 60 per cent 
group on traffic to New York, generally, but the rate prescribed 
from there in that case was $4.20; it would have been $4 if 
the general percentage relationship had been maintained, ac- 
cording to him. None of the groups west of Pittsburgh had 
been increased over the percentage basis, he testified, the result 
being that the Pittsburgh rates had been increased more than 
those from Waynesburg. That the complainant had not been 
ill treated was demonstrated, he thought, by the fact that it 
had the same differential over Pittsburgh today as was in effect 
in 1918. The Waynesburg-New York rate had been increased 
56 per cent since 1911, as compared to an increase of 68 per 
cent in the rate from Pittsburgh to New York, according to his 
figures, and a similar situation existed as to other destination 
points. Rates on various other commodities from Waynesburg 
to eastern seaboard points ranged from 60 cents to $1.20 over 
the comparable rates from Pittsburgh, he showed, and earnings 
on the traffic from Waynesburg, taken as a whole, were on a 
lower level than on the traffic from Pittsvurgh. It was his posi- 
tion that the adjustment should be looked at as a whole, and 


~ that from that viewpoint Waynesburg had more than its gece 


graphical position entitled it to. 


PETITIONS FOR REHEARING, ETC. 


No. 14898, Memphis Freight Bureau et al. vs. Alabama Great 
Southern et al. Southern, Cincinnati, New Orleans & Texas 
Pacific, Alabama Great Southern, New Orleans & Northeastert, 
Northern Alabama, and Georgia, Southern & Florida, have asked 
that the orders therein be set aside and case be reopened and 
consolidated with the general investigation on furniture, No. 
17000, part 5, and related cases. 

I. and S. No. 3130, consolidated southwestern cases. South- 
western Lines, respondents in this proceeding, have asked the 
Commission for vacation of portions of its orders therein. 

No. 17000, part 4-A, rates on refined petroleum products 
from, to and between points in the southwest. Sinclair Refining 
Co. asks for further hearing for purpose of submitting addi 
tional evidence necessary and pertinent to the rate structure 
investigation. 

No. 16250, Indiana State Chamber of Commerce vs. Balti 
more & Ohio et al. Graham Glass Co. (fow Owens-Illinois Glass 
Co., Graham Glass Co. Division), intervener, asks for reopeniné 
for reconsideration and/or reargument, in so far as it pertains 
to this Commission’s findings with respect to denial of repar@ 
tion to this intervener, based upon records as made in the casé, 
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Personal Notes 





Amelia Earhart, first woman trans-Atlantic air passenger, 
has been appointed assistant to the general traffic manager, 
Transcontinental Air Transport. She will act in advisory ca- 
pacity on service to be furnished patrons at the passenger sta- 
tions along the line. 

S. J. Witt has been appointed traffic manager, Akron, Canton 
& Youngstown and the Northern Ohio Railway, with offices at 
Akron, O. The position of general freight and passenger agent 
has been abolished. 

George L. Hamilton has been appointed soliciting freight 
agent, Atlantic Coast Line, at Philadelphia. 

Carl R. Gray, Jr., has been appointed general manager, Chi- 
cago, St. Paul, Minneapolis & Omaha, succeeding Frank R. 
Pechin,, who becomes vice-president. Mr. Gray’s headquarters 
will be in St. Paul. He has been manager of the industrial de- 
partment of the C. & N. W. 

Cc. L. Lyons has been appointed executive general agent, 
Missouri-Kansas-Texas, at Kansas City, representing all depart- 
ments. C. Haile, Jr., has been appointed general freight agent 
at Kansas City. The position of assistant general freight agent 
has been abolished. 

George H. Ross, formerly vice-president of the C. & A. and 
later of the Minneapolis & St. Louis, died at his home in Los 
Angeles July 1. 

Ward L. Wilt, special representative of the Pennsylvania at 
Chicago, died July 2. He was 60 years old. 

L. C. Probert, formerly vice-president of the Erie, has been 
authorized by the Commission to hold the positions of vice- 
president of the Pere Marquette Railway Company and assistant 
to the president of the Chesapeake & Ohio Railway Company 
and affiliated lines. 

With a view to improvement and advancement of trade be- 
tween the Pacific coast of the United States and the east coast 
of South America, M. A. Cremer, American Trade Commissioner 
of the Department of Commerce, is in San Francisco. He will 
visit also Los Angeles, Oakland, Sacramento, Portland, Seattle, 
Tacoma and Vancouver. His duties have been particularly con- 
cerned with the development of this trade, and he has made 
extensive investigations into business conditions during the last 
six years in every section from the Amazon region in northern 
Brazil to the River Plate region in Argentina, it is stated. 

The members of Triangle Traffic Training Service, Chicago, 
held their annual party Friday evening, June 28. A talk on 
“Freight Rates and Tariffs” was given by F. P. O’Reilly, chief 
of tariff bureau, Chicago & Alton. 

“Because of the necessity of curtailing expenses,” the 
Springfield (Ill.) Chamber of Commerce has discontinued its 
office of traffic commissioner, held by W. J. Robertson. 

Cc. J. Curran has been appointed commerce agent, B. & O., at 
Baltimore, succeeding J. J. Fitzpatrick, transferred to the law 
department. 


A. S. Dodge has been appointed assistant manager, Western 
Weighing and Inspection Bureau, at his own request. J. H. 
Howard succeeds him as manager. 


W. J. Grant, district freight agent, Canadian Pacific, at 
Hamilton, Ont., has been retired, after forty-six years of service. 
J. W. McGuire has been appointed district freight agent at 
Hamilton, succeeding Mr. Grant. C. J. Street has been ap- 
pointed city freight agent at Montreal, Que., succeeding J. F. 
Mundle, who has been retired after forty-seven years of service. 
The position of assistant city freight agent has bene abolished. 

C. F. Sutterfield has been appointed traveling freight agent, 
Missouri & North Arkansas, at Little Rock, Ark., succeeding 
a J. Hardgree, transferred to traveling freight agent at Kansas 
City. 

Harry F. F. Bordley, agent, Baltimore division, Pennsylvania, 
at Baltimore, and John C. Sheriff, agent, Baltimore division, at 
Landover, Md., have been retired after more than fifty years 
of service. 

The following appointments have been made on the New 
York Central: J. P. Dervin, assistant freight traffic manager, 
with headquarters at New York, succeeding G. C. Woodruff, 
resigned to engage in other business; G. H. Clark, general 
freight agent in charge of rates and divisions, with headquarters 
at New York, succeeding Mr. Dervin; G. E. Taylor, general 
freight agent in charge of solicitation, with headquarters at 
New York, succeeding Mr. Clark; Edgar Hoagland, assistant 
general freight agent at Buffalo, N. Y., succeeding Mr. Taylor; 
L. A. Clapp, division freight agent at Albany, N. Y., succeeding 
Mr. Hoagland; R. K. Horton, division freight and passenger 
agent at Corning, N. Y., succeeding Mr. Clapp; T. M. Shalloe, 
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general agent at Buffalo, succeeding Mr. Horton, and T. Y. Ney. 
man, general agent at Rochester, N. Y. 

A. B. Williams has been appointed commercial agent, Texas 
Electric, at Corsicana, Tex., succeeding K. A. Kumke, trans. 
ferred. 





Doings of the Traffic Clubs 








L. D. Nicholson, the new president of the Memphis Traffic 
Club, began business as a railroad messenger and call boy in 
December, 1906, ‘and is now assistant general freight agent of 
the Missouri Pacific Lines, at Memphis, Tennessee. He began 
his railroad career in 
Dallas, Texas, his 
birthplace, just after 
finishing high school, 
and his rise has been 
steady ever since. In 
1906, 1907 and 1908, he 
was employed by the 
M. K. & T. in various 
clerical capacities. 
From September 8, 
1908, to January 29, 
1911, he was on the 
joint payrolls of the 
I. G. N.-Cotton Belt at 
Waco, Texas. From 
February 1, 1911, to 
April 30, 1917, he was 
with the T. & P. at 
Dallas and El Paso as 
assistant agent, local 
office, and chief clerk 
to the division freight 
agent. When the Mis- 
souri Pacific opened 
its first general agency 
at El Paso, May 1, 
1917, Mr. Nicholson 
Was appointed city 
passenger and freight 
agent. Since that 
time he has been in continuous service of the last named rail- 
road in various capacities at St. Joe, Mo., St. Louis, Mo., Texar- 
kana, Ark., Shreveport, La., and Memphis, Tenn. From March 
1, 1920, to January 31, 1924, he was division freight agent at Tex 
arkana and from February 1, 1924, to October 30, 1926, general 
agent, freight and passenger departments, Shreveport, La. From 
November 1, 1926, to date he has been assistant general freight 
agent at Memphis. He is not only serving the Memphis Trafic 
Club as president, but is also president of the Memphis Lions 
Club. He was president of the Texarkana Lions Club in 1923, 
vice-president of the Shreveport .Traffic Club in 1924, district 
governor of all Louisiana Lions clubs in 1925 and 1926. He also 
is a member of the Tennessee Club, Memphis Country Club, Al 
Chymia Shrine, Mazda Grotto, and various other civic and fra 
ternal organizations. 


The Tri-City Traffic Club will hold its fifth annual outing 
at the Davenport Country Club, Davenport, Ia., August 8. It 
will be an all-day affair. Golf will be played. 











The Omaha Traffic Club will hold an outing at the Omaha 
Field Club July 18. There will be swimming and golf, and 
dinner will be served in the evening. 





The Traffic Club of Chicago will have a luncheon at the 
Palmer House July 10. Leslie Craven, counsel of the President's 
conference committee on the federal valuation of the railroads 
in the United States, will speak on “The Effect of the O’Fallon 
Decision on Railroad Valuation and Rate Making,” Invited 
guests include a large number of men prominent in industrial 
and transportation circles. ; 





The Milwaukee Traffic Club will hold its annual boat outing 
aboard the S. S. Roosevelt July 26, when a trip will be made 
to Chicago. A cafeteria luncheon will be served and there Will 
be cards, dancing, and other entertainment. 





The Traffic Club of St. Louis will hold its annual summer 
outing at the Westborough Country Club July 16, There will 
be a baseball game between “industrials” and “shippers,” a gol 
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The South Shore Line is logically sit- 
uated to render reliable service on carload 
traffic moving by way of the Chicago gate- 
way to and from its physical connections 
with the New York Central Lines at South 
Bend, Ind., the Michigan Central R. R., the 
C.I. & L., and the N. Y. C. & St. L. (L. E. 
& W. Dist.) at Michigan City, Ind., and 
the Wabash Ry. at Gary. 


Rates apply via principal railroads, and 
quick interchange of through traffic from 
and to other lines entering Chicago is as- 
sured by direct connections with the largest 
belt switching lines. Team track facilities 
of the various belt lines in the Chicago dis- 
trict are open to the South Shore Line. 
Chicago industries are accessible through 
switching absorption arrangements. 
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Traffic Department: 


CHICAGO—79 West Monroe Street 
Phone Randolph 8200 


SOUTH BEND, INDIANA 
Michigan and La Salle Sts. 
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tournament, bridge for the ladies, and other entertainment. The 
activities will be concluded with dinner and a dance. 





At the semi-annual meeting of the Waco Traffic Club June 20, 
the following officers were elected to serve six month: President, 
L. R. (Pat) Hardin, traffic manager, Goldstein-Migel Company; 
first vice-president, T. H. Scales, general agent, Missouri-Kansas- 
Texas; second vice-president, E. C. Dippel, traffic department, 
Atlas Portland Cement Company of Texas; secretary-treasurer, 
C. D. Hicks, assistant manager, traffic department, Waco Cham- 
ber of Commerce; directors to serve one year, E. L. Howard 
(out-going president), local agent, M.-K.-T.; L. M. Shepardson, 
manager, traffic and transportation department, Waco Chamber 
of Commerce; W. E. Garnett, traffic manager, Tom Padgitt Com- 
pany. The officers were installed at the regular meeting June 
27. The new president has been traffic manager for Goldstein- 
Migel Company, one of Waco’s largest department stores, for 
11 years. He is a charter member of the Waco Traffic Club 
and has served as its secretary-treasurer for several years. 





The El Paso Traffic Club held a dinner and entertainment 
meeting at the Paso Del Norte Hotel June 21, with an attendance 
of about 150. Through the courtesy of the B. & O., the moving 
picture “Fair of the Iron Horse” was shown. Other entertain- 
ment included music, singing and humorous readings. 





The Transportation Club of Louisville will be host to the 
Ohio Valley Shippers’ Advisory Board at a luncheon at the 
Brown Hotel July 9. F. L. Speiden, agent, Louisville Tariff 
Bureau, will speak on the “Program of the Associated Traffic 
Clubs of America,” and N. Gray Rochester, real estate agent, 
will speak on “Ollapodrida.” Golf will be played in the after- 
noon, with R. Houston, general agent, C. & E. I., in charge of 
arrangements. 





The Traffic Club of New York will hold its summer outing, 
“Get Acquainted Day,” July 16. The exclusive use of the 
steamer Alexander Hamilton has been reserved for a trip up 
the Hudson River to Indian Point, N. Y., where a program of 
sports and other entertainment will be provided. 





The Traffic Club of Memphis will give a “Moonlight Boat 
Ride” for members and guests July 18, 





The Houston Traffic Club had a luncheon at the Rice 
Hotel July 2. J. C. Carter, representative, vice-president, South- 
ern Pacific, was the speaker. Only one luncheon a month will 
be held through the summer. 


G. N..W. P. PROJECT 


Declaring that there is a clear preponderance of public sup- 
port in favor of the Great Northern-Western Pacific project to 
connect their lines between Klamath Falls, Ore., and Paxton, 
Calif., the Great Northern Railway and the Western Pacific 
Railroad Company have issued the following statement: 


The Southern Pacific and its foster-child, the Good Railway Serv- 
ice Association, have recently issued statements to the press claim- 
ing a majority of endorsements from civic and commercial organiza- 
tions. These statements do not check with our tally of endorsements. 
The Great Northern and Western Pacific hold favorable resolutions 
from 190 organizations in California, Washington, Oregon and Utah. 
The opposing com y claims 138 endorsements. Thus the figures 
show a clear preponderance in favor of the new railroad project. 

The relative importance of endorsements voted in favor of one 
side or the other is not, however, to be reckoned on a mere numerical 
basis. It is a significant fact that virtually all of the resolutions 
obtained by the Southern Pacific come from localities now served 
exclusively by that railroad and were secured without notice to the 
Great Northern and Western Pacific, whose representatives had no 
opportunity to be heard. On the other hand, most of the resolutions 
favoring the proposed connection were adopted as a result of a full 
hearing of both sides of the case. 

Many of the organizations that have approved the new project 
will file petitions in intervention with the Interstate Commerce Com- 
mission and participate in the hearings before that body. Included in 
the list of interveners are the states of Oregon and Washington through 
their respective public service commissions, and the chambers of com- 
merce of the cities of Seattle, Tacoma, Spokane, Modesto, Oroville, 

uincy, Hayward and Vacaville and of Lassen county, Plumas county, 
utter county, Yuba county and San Mateo a 

In addition, many cities which are not formally intervening, have 
gone on record in favor of the Great Northern-Western Pacific. These 
include the chambers of commerce of Oakland, Salt Lake City, Chico, 
Napa, Concord, Live Oak, St. Helena, Wilmington, Redwood City, 
San Bruno and San Carlos and the Down Town Association and other 
important civic and commercial bodies of San Francisco. 


You may either write or wire our Washington office 
for information concerning matters in any department 


of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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WABASH UNIFICATION PLAN 


The Trafic World Washington Bureay 


Creation of an independent trunk line with western ter. 
mini at Chicago, St. Louis, Kansas City, Omaha and Des Moines 
and eastern termini at the Atlantic seaboard ports of New York, 
Philadelphia and Baltimore, is proposed by the Wabash Railway 
Company in an application filed with the Commission under 
paragraph 2 of section 5 of the interstate commerce act for an 
order approving and authorizing acquisition by the Wabash of 
control of carriers under lease or by purchase of stock or in 
any other manner not involving consolidation of such Carriers 
into a single system for ownership and operation. 

Wabash officials advised the Commission some time ago 
they would file such an application and asked, in effect, for a 
hearing on it and other pending applications seeking approval of 
unifications in the east. The Wabash proposal includes essential 
components of the old Gould system—the Wabash, Wheeling & 
Lake Erie and the Western Maryland. 

The Wabash asks authority to acquire control of the follow. 
ing, nine railroads: Lehigh Valley, Wheeling & Lake Erie, Pitts. 
burgh & West Virginia, Western Maryland, Lehigh & New 
England, Akron, Canton & Youngstown, Elgin, Joliet & Eastern, 
Toledo, Peoria & Western, and Chicago & Illinois Midland. 

It also desires a one-sixth interest in and the joint use of the 
following: Montour, Monongahela Connecting, Union of Pitts. 
burgh, Pa., and Newburgh & South Shore. A like interest in 
each of these companies, under the proposal, would be appor- 
tioned to each of the following: New York Central, Baltimore 
& Ohio, Chesapeake & Ohio, Pennsylvania, and Delaware, Lack. 
awanna & Western. 

The Wabash said it also desired a one-seventh interest in 
and the joint use of the Toledo Terminal Railroad Company, 
a like interest to be apportioned to each of the following: New 
York Central, Baltimore & Ohio, Chesapeake & Ohio, Penn- 
sylvania, Delaware, Lackawanna & Western, and Grand Trunk 
Western. 

“In addition to the companies specifically covered by this 
application, Wabash Company wishes to share in any other 
terminals in which it now has no interest but which can be 
reached now or in the future over its own rails or over the 
rails of companies in which it has an interest, and which the 
Commission may decide should be jointly used and operated in 
the future,” says the application. 

The Wabash, according to the application, also desires 
trackage rights as follows: 


Over the line of the Pennsylvania between Logansport and 
Effner, Ind. ; 

Over the line of the Grand Trunk Western between Ashley and 
Muskegon, Mich. 

Over the line of the Reading between Shippensburg and Har- 
risburg, Pa 


Over the line of the Reading between Rockville and a point near 
Blackwood, Pa. 
vil at the line of the Pennsylvania between Harrisburg and Rock- 

e, Pa. 

Over the line of the Reading between South Bethlehem and Phila- 
delphia, Pa. 

Over the line of the Pennsylvania between Delphos, O., and 
Fort Wayne, Ind. 


The Wabash asks that these trackage rights be assured to 
it by conditions to be attached to the commission’s conclusions 
and orders in proceedings now pending and sought to be consol 
idated with the Wabash applicaticn, or, if necessary, the Wabash 
will, upon granting of its application, undertake to make ani 
enter into contracts with owning carriers for such trackage 
rights, subject to approval of the Commission. Upon approval 
of its application, says the Wabash, further or supplementary 
applications will be made covering such new construction % 
may be required for connecting links or to provide a maximum 
of transportation service. 


Purpose of Application 


“The fundamental purpose of this application,” says the 
Wabash, “is the formation under Commission authority of a 
independent trunk line based upon the lines of the Wabasl 
Railway Company with western termini at Chicago, St. Louis, 
Kansas City, Omaha and Des Moines, and eastern termini # 
the Atlantic seaboard ports of New York, Philadelphia, ané 
Baltimore, and also gateways to New England, and serving il 
the intervening territory such cities as Detroit, Pittsburgh, 
Buffalo, Toledo, Cleveland, Akron, Fort Wayne and Decatur-—4# 
system strong enough at its inception to stand alone in col 
petition with the systems already established in eastern ter 
ritory, but peculiarly adapted to intensive development to met 
the increasing transportation requirements of a great and grov 
ing territory.” 

The Wabash says that this additional system is propos 
in the belief that no four-system grouping in eastern territor 
such as is proposed by certain of its competitors is humanly po 
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Laredo to Mexico City . . . 53 Hours 
Eagle Pass to Mexico City . . 67 Hours 
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General Offices, One Federal St., Boston, Mass. 
: FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 
and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 


to West Coast Ports of Mexico, Central and South 
America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 California St., 17 Battery Place, 321 St. Charles St., 
n Francisco, Cal. New York, N. Y. New Orleans, La. 


Leng Wharf, 140 8S. Dearborn St, 
Boston, Mass. Chicago, Il. 
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GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


F. N. Puente, Gen. 
madnock B 


A. Horcasitas, Com. ‘ 
441 Mo: 
San Francisco, Calif. 


414 Whitney Bank B 
New » La. 
F. C. Lona, Com. t 
301 


Chicago, Ill. : 


El Paso to Mexico City . . « 101 Hours 
Brownsville to Mexico City . 69 Hours 


MEXICO 


Fastest Service by Sea 
Passenger and Freight 
Itinerary: New York—Havana—Panama Canal—Balboa 
—San Diego (Westbound)—Los Angeles—San Francisco. 
Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 
Passengers’ automobiles accepted uncrated as baggage -at 
moderate charge. All steamers equipped for refrigerator 


cargo, 
Proposed Sailing Dates: 


Eastbound from ' 

Westbound from New York San Francisco—Los Angeles 
VIRGINIA (new) . July 13 Aug. 24 CALIFORNIA(new) July 20 Aug. 31 
MONGOLIA July 27 Sept. 7 VIRGINIA(new). Aug. 3 Sept. 14 
CALIFORNIA (new) Aug. 10 Sept. 21 MONGOLIA Aug. 17 Sept. 28 
From Los Angeles 2nd day follewing 


funoma facific line 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 

W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
hicago, 180 N. Michigan Ave. Boston, 84 State Street 
Philadelphia, Public Ledger Bldg. Baltimore. Chamber of Com- 
San Francisco, 60 California St. merce Bldg. 


Los Angeles, Central Bldg. 
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sible without such merging of strictly competitive lines, such sup- 
pression of established identities in transportation service, such 
distortion of existing channels and such disruption of trade 
adjustments as to defeat fundamental safeguards of the trans- 
portation act. It says it believes it to be its duty to the 
Commission and to its own stockholders to present such a plan 
and that it does so “without any embarrassment from the per- 
sonnel of its stock list or from any collateral purpose (con- 
sistent or otherwise with the true interest of the company), 
which may rightly or wrongly be assumed to have actuated 
accumulations of its stock.” 

Pointing out the flow of traffic of the Wabash, the applicant 
says that it extends from the Missouri River to the Niagara 
frontier where it connects with the Lehigh Valley; that it 
handles a large volume of traffic originating in the west and 
destined to consuming centers in the east. The Wabash sub- 
mits facts about the interchange of traffic with lines west of 
the Missouri River which it carries to the Lehigh Valley to 
shows its importance as a bridge as well as an originating line. 
It says it handles nearly one-fifth of the eastbound traffic from 
St. Louis, which, it asserts, is more than that handled by any 
other carrier except the Pennsylvania. It says it also has be- 
come a major participant in the enormous volume of traffic 
originating in the Detroit district and that in connection with 
either the Lackawanna or the Lehigh Valley it is shorter than 
any line now operating from Detroit to New York. 


Six Trunk Line Systems Desirable 


In support of its contention that a four-system grouping in 
the east is not desirable, the Wabash suggests “six practicable 
systems for eastern territory exclusive of New England, and, in 
alternative form, either one or two independent systems for 
New England territory. The six systems suggested for the east, 
with their operated mileage, follows: Pennsylvania, 14,585; 
New York Central, including Boston & Albany, 13,324; New 
York Central, excluding Boston & Albany, 12,924; Chesapeake 
& Ohio, 8,568; Baltimore & Ohio, 8,843; Wabash, 7,044; and 
Delaware, Lackawanna & Western, 4,839. 

For New England, it is suggested as alternative No. 1, 
that a system be composed of all roads including the Delaware 
& Hudson but excluding the Boston & Albany, 7,678 miles; and 
as alternative No. 2, a New Haven system with 2,570 miles, 
or a system with the Delaware & Hudson, including the Boston 
& Albany and other lines, 5,508 miles. 


Short and Weak Railroads 


The Wabash says no specific application is made for the 
acquisition of short lines connecting with the lines sought to 
be embraced within the proposed system but that it desires 
it to be understood that it is willing to embrace in the proposed 
system any such lines which, in the judgment of the Commission, 
should be included. 

Control Now Held 


It asserts that it exercises no control over any of the 
carriers sought to be controlled and owns no stock in any of 
them except the Lehigh Valley, and the Wheeling & Lake 
Erie. It is stated in the application that approximately 49 per 
cent of the stock of the Lehigh Valley is owned by the Wabash 
and the Pennsylvania Company, the latter controlled by the 
Pennsylvania Railroad Company. The Wabash owns $11,566,- 
450 of this stock and the Pennsylvania Company, $18,251,950. 
The remaining stock is widely scattered, it is stated. As to the 
Wheeling & Lake Erie it is stated that more than 57 per cent 
of the stock has been purchased jointly by the New York 
Central, Nickel Plate and the Baltimore & Ohio in furtherance 
of a plan agreed to by them but not by the Pennsylvania for 
the elimination of an additional competitive system in eastern 
territory. These shares, it is stated, were subsequently dis- 
posed of to the Allegheny Corporation, a corporation organized 
by Messrs. O. P. and M. J. Van Sweringen, also in furtherance 
of the plan hereinbefore mentioned.” The Wabash says it 
owns 1658 shares and $28.60 scrip of common stock and a like 
amount of shares and scrip of the noncumulative preferred stock. 


The grouping of railroads in the east as proposed by the 
Wabash in its “Alternative No. 1” plan submitted to the Com- 
mission follows: 


Parent Road of 


Proposed System Operated 
Alternative No. 1 Railroads Included Mileage 
Pennsylvania— 
P. R. R.—L. I. R. R.—W. J. & S. R. R—B. C. & A. Ry.— 
B. & E. R. R.—% N. Y. Conn. R. R.—% Monongahela Ry.— 
Cc. I. Ry.—% P. C. & Y. Ry—% C. T. & D R.—% 
._S. S. Ry.—12% R. F. & P. R. R.—% L. & H. R. Ry.— 
¥% Montour R. R.—N. SU SU UR Seu aue ess oe eet ih csavacoses 14,585 
New York Central (Inc. B. & A.)— 
N. Y. C. R. R—M. C. R. R.—P. & L. E. R. R.—C.C. C. & 
St. L. Ry.—C. N. R. R.—E. I. & T. H. Ry.—C. R. & I. R. R.— 
% Monongahela Ry.—% P. C. & Ry.—% K. & S. R.— 


% C. I. Ry—% C. T. & 
Montour R. R.—N. Y. O. 
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Chesapeake & Ohio— 
C. & O. 


Ry.—H. V. Ry.—P. M. Ry.—12% R. F. & P. R. R.— 

Cc. R.—% L. & H. R. Ry.—% Montour R. R.— 

Erie R. R.—C. & E. R. R.—N. J. & R —N. Y. S. & 
ee SS Aare aoe eee 8,568 

Baltimore & Ohio— 

B. Oo. R. R.—B. & O. C. T. Ry.—D. & U. R. R.—S. I. R. T 

Ry.—% Monongahela Ry.—12% R. F. & P. R. R—% L 

& H. R. Ry.—¥% Montour R. R.—Reading Co.—A. C. R. R.— 

Perkiomen R. R.—P. R. R. R.—C. R. R. of N. JB. & S 


R. R. 
Wabash— 


Wab. Ry.—A. A. R. R.—M. & L. S. R. R—N. J. I. & I. 


R. R.—D. & W. Ry.—% B. C. R. R.—% Montour R. R.—L. 

V. R. R—E. J. & E. Ry.—W. & L. E. Ry.—P. & W. Va. 

Ry.—W. M. Ry.—L. & N. E. R. R.—C. & I. M. Ry.— 

ey | eo ey Sy eeeeiaieeseer ce 7,044 
Lackawanna— 


D. L. & W. R. R.—% VD. & T.S. L. R. R.—% L. & H.R. 
Ry.—¥% Montour R. R.—N. Y. C. & St. L. R. R.—B. R. 
& P. Ry.—P. & S. R. R. A . R—D. T. & I. 
CL ME oS «cinrecints eased eed seep ee eet ebseeetsies obama 4,839 
New England— 
N. Y. N. H. & H. R. R.—'% N. Y. Conn. R. R.—B. & M. 
R. R.—M. C. R. R.—Rutland R. R.—Bangor & Aroos. R. R.— 


tam NN OR 1, SUG RS orc ohinh h in Whig Ww ew iva ck hake Wi oe GLa RI ch 7,678 
anes to be Considered in Connection with North and South 
outs— 
CHAAR. R—C. & BB. L. Ry.—C.. 1. & Be. Bg. occcccccivsevies 2,655 


Lines to be Undisturbed Account now Integral Parts of Canadian 


Systems— 
G. T. W. * D. & C.G. T. J. R. R.—D. G. H. & M. Ry.— 


% D. & T. S. L. R. R.—Can. Natl. Lines—New England— 
A. & S. L. R. R.—C. V. Ry.—Can. Pac. Lines in Main & 
So, EE ee ee ee ee ere eae 2,000 
Line to be Undisturbed if not Included in Chesapeake & Ohio 
Group— 
Beemer GB TAS TIO TRAIT ONG oic.o.cc0cbds diccvccesecsivseccee. 224 
SE EE, hin veabeedetawsucdesed senses benemenaneote ss *68,250 


oni "eileen mileage for jointly owned railroads eliminated from 
otal. 
Source—Annual reports of the Interstate Commerce Commission 


and Poor’s Manuals. 


TWO LINES SEEK BEAVER CONTROL 


Filing of an application in Finance No. 7680 by the Mis. 
souri-Kansas-Texas Railroad Company asking authority to ac. 
quire control of the Beaver, Meade & Englewood Railroad Com. 
pany, has developed that there is a contest on between the 
Katy and the Rock Island for control of the Beaver. 

The Rock Island, in Finance No. 7624, recently asked at 
thority to acquire control of the Beaver. 

The Beaver operates about 65 miles of main track and 
about 5 miles of other tracks. Its line begins at Beaver, Okla, 
extends northerly to Forgan, Okla., where it interchanges traf: 
fic with the Katy, and thence to Hough, Okla. 

The Katy proposes to buy the 3,150 shares, par value $100 
a share, of stock, and $320,000 of first mortgage 7 per cent bonds, 
of the Beaver, for the same amount the Rock Island said it 
was going to pay for the securities—$1,301,966—and take over 
the Beaver on the same terms as provided in the contract of 
the Rock Island. 

For competitive reasons, says the Katy, the Beaver should 
be allocated to it rather than to the Rock Island. It says cor 
trol by it of the Beaver will result in preserving competitive 
service between the Rock Island and the applicant for trafic 
tributary to the territory now served by the Beaver company; 
that there will be material reductions in rates on certain traffic 
moving locally in Oklahoma and that substantial economies and 
improved service will result. 


EASTERN UNIFICATION PLANS 

In The Traffic World, June 29, page 1560, the insertion of 
the phrase, “also it has denied,” at the beginning of the second 
sentence of the second paragraph of the article entitled “Hast 
ern Unification Plans,’ made the sense of that sentence that 
the Commission had denied the application of the Nickel Plate 
for authority to acquire control of the Wheeling & Lake Erie, 
and the applications of the Pittsburgh & West Virginia fo 
authority to acquire control of the Western Maryland and the 
Wheeling & Lake Erie. This was an error in transmissi0l. 
All that it was intended to convey by the part of the paragraph 
in question was that the Commission had not acted on the pett 
tion of the Wabash for consolidation for hearing of the unifica 
tion applications. 


TELEPHONE COMPANY EARNINGS 


Large telephone companies, with annual operating revenué 
above $250,000, had an aggregate operating income of $92,095,483 
for the four months ended with April, as compared with $84 
723,663 for the same period of 1928, an increase of 8.7 per cell 
according to compilations made from company reports by the 
bureau of statistics of the Commission. 

For April the operating income was $22,551,833, an increas 
of 2.4 per cent as compared with the income for April, 1928. 

At the end of April the number of company stations in 
service was 16,169,656, an increase of 933,595, or 6.1 per cent, ae 
compared with the number at the end of April, 1928. 
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Extensive Shipside Fireproof Warehouses 
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PORT OF 
MOBILE 


$10,000,000.00 Ocean Terminals 


COMPOSED OF 


Concrete Wharves 
Enclosed Fireproof Transit Sheds 


Cotton Compress and Warehouses 


Automatic Sprinklers All Buildings 


Electric Derrick, 75-ton Capacity 
Coal and Material Handling Plant 
Industrial Sites for Lease 
on Canal and Harbor Front 










Connecting with All Railroads 
SEND FOR PORT OF MOBILE BOOKLET 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 


SUBJECT TO CHANGE WITHOUT NOTICE 


Philadelphia 


Voy. Baltimore 

No. Ship Arrive— Depart 

7 CALMAR Sailed Sailed 

7 PENNMAR Sailed Sailed 

7 YORKMAR | July 3 July 7} July 9 July15 
7 MASSMAR | July 18 July 22| July 24 July 30 
7 OAKMAR Aug. 3 Aug. 7| Aug. 9 Aug.15 
7 Aug.18 Aug.22| Aug.24 Aug.30 
6 CUBORE Sep. 3 Sep. 7| Sep. 9 Sep. 15 

San Francisco 

Vv Oakland Portland 
No Ship Arrive— Depart Arrive— Depart 
7 CALMAR July 13 July 16} July 19 July 20 
7 PENNMAR | July 28 July 31} Aug. 3 Aug. 

7 YORKMAR | Aug.12 Aug.15/| Aug.18 Aug.19 
7 MASSMAR | Aug.27 Aug.30| Sep. 2 Sep. 3 
7 OAKMAR Sep. 12 Sep. 15} Sep. 18 Sep. 19 
7 TEXMAR Sep. 27 Sep. 30/] Oct. 3 Oct. 4 
6 CUBORE Oct. 13 Oct. 16} Oct. 19 Oct. 20 


July 6 July11 
July 21 July 26 
Aug. 5 Aug.10 
Aug.20 Aug.25 
Sep. 5 Sep. 10 
Sep. 20 Sep. 25 
Oct. 6 Oct. 11 
——__== 


Seattle 
Arrive Depart 


July 22 July 24 


4| Aug. 6 Aug. 8 


Aug.21 Aug.23 
Sep. 5 Sep. 7 
Sep. 21 Sep. 23 
Oct. 6 Oct. 8 
Oct. 22 Oct. 24 


=<<<§$<<$<${ L—L—lL*=L]=[I**_****_S]__=[{[{x{**==={{[{[_=[==—=_—_—_==> 
time there was a shipper of automobiles. ‘“‘Why should | ship my 
he said. ‘‘Because, we make 


d were delivere 


Won’t you let the Cal 


made ° 
the stevedores do their duty, but 
also saw to it, that the loading, stowing and discharging was perfect. 
an ining condition that they left the factory. 
mar Line do the same for you? 


d in the same good 


m a specialty of careful 
was surprised. Not alone did the men on the 


the captain and the officers of the vessel 


For information regarding rates, etc., apply to nearest office: 
CALM CALMAR STEAMSHIP CORP. 


AR $ 


TEAMSHIP CORP. 


oore & McCormack, Gen, Agts. 


al. 6275-6- 
Oliver Bidg., Ch 


ork, Tel. Bowl. Grn. 2885 


Ww 
° la., Pa., Tel. Lomb. 9610 
Gay St., Tel. 


Baltimore, Md., 


jeago, I1l., Tel. Central 


Union Trust Bidg., Cleveland, O., Tel. 
Cherry 4791 


ATLANTIC 
Baltimore—Pler 5. 


COAST PIERS 
. West y. 


Md. Ry. Port 


Covington 
Philadelphia—Pier 27 N. Reading Co. 


Swayne & Hoyt, 


he cars arrived 


b $s. 
240 Front St., San Francisco, Tel. Daven- 
port 6700 
318 Trans. Bidg., Los Angeles, Tel. Trinity 
oF Brd. Trade Bidg., Portiand, Ore., Tel. 
"way 
261 Central Bidg., Seattle, Tel. Elliott 5383 


PACIFIC COAST PIERS 
Los Angeles—230 A Island 


Oakland—Howard 


Portland—No. i—Oce 
Seattle—Atlantic Dock Terminal 


Terminal 













MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore, Philadelphia and 


New York 


DIRECT TO 
LOS ANGELES HARBOR—SAN 


FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Bi-Weekly or Fortnightly 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 


and British Columbia 







MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Branch Offices 


raat eo Mobile, Ne Oreo 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 
» 


























































PAGE 60 





Questions and. Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to-any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions -angpeon, | to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
"~~ 
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Routing and Misrouting—Conflict Between Marks on Package 
and Address in Bill of Lading 


Michigan.—Question: Your reply to “California,” on page 
1344 of the June 1 issue of The Traffic World, under the above 
caption, has been noted with interest. : 

One construction that can be placed on rule 6, section 2, 
Consolidated Freight Classification 5, is that the provision is 
a holding out by carriers to compare marks on packages with 
billing. Failure to detect a discrepancy would certainly be an 
error in complying with the rule. 

The fact cannot be overlooked that the responsibility ap- 
pears to be divided and that the carrier should not, perhaps, be 
entirely liable for the shipper’s error. 

Your reply to “California” is logical, but it appears that if 
the carriers have no liability under rule 6, section 2 (c), the 
publishing of this rule in the classification, instead of in the 
Agent’s Manual of instructions, is incorrect. 

Don’t you believe that shippers or consignees could at least 
secure a compromise settlement in connection with claims filed 
as the result of improper marking? 

Answer: While the Commission’s Conference Rulings have 
been rescinded, it is significant that, at the time the Commission 
made its ruling in Conference Ruling No. 433, the three classifi- 
cations then in effect, namely, Official Classification No. 39, 
Southern Classification No. 39, and Western Classification No. 
51, contained provisions similar to or identical with the present 
provisions of rule 6 of Consolidated Freight Classification No. 
5, section 2 (c), thereof. 

As to a compromise settlement, it is our opinion that the 
principle of the Commission’s decision in Riverside Western 
Oil Co. vs. M. V. R. R. Co., 42 I. C. C. 589, would govern. In 
this case, the Commission held that by reason of its own error 
the complainant may not impute negligence to any of the de- 
fendants, notwithstanding that the defendants failed to meet 
their full duty with respect to the shipment. 


Tariff Interpretation—Rule 3 of Classification 


Indiana.—Question: Will you please advise if there are any 
cases on record defining what constitutes the shipment manu- 
factured from precious metals under classification rule No. 3? 
We have in mind the combining of copper and tungsten powder 
and other alloy which makes a finished product very valuable, 
but which, we de.not believe, can be considered manufactured 
from precious metals. 

Answer: There are no cases in which the Commission has 
construed the application of rule 3 of the classification, in so far 
as its application to a specific shipment is concerned. 

In Director-General of Railroads vs. The Viscose Co., 254 
U. S. 498, the Supreme Court held that the addition of artificial 
silk to the list of commodities which would not be accepted for 
shipment as freight presented a question for decision within the 
exclusive initial jurisdiction of the Interstate Commerce Com- 
mission. Your letter does not give sufficient information upon 
which to base a conclusion as to whether the finished product 
which you contemplate manufacturing and shipping comes under 
the provision of rule 3 reading “or other articles of extraordinary 
value,” or the phrase “precious metals or articles manufactured 
therefrom,” assuming that these terms are susceptible of in- 
terpretation with the degree of accuracy essential to tariff pub- 
lication, but we direct your attention to the fact that tungsten 
powder is rated in the classification in item 25, on page 447. 
There is, of course, a rating on copper. You do not state what 
other alloy enters into the composition of the finished article. 


Proof of Loss or Damage 


Louisiana.—Question: Several months ago we made ship- 
ment of lumber in a box car and applied railroad seals thereon, 
as per our usual custom. 

A shortage was reported by our customer and destination 
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records showed that seals other than those applied by us wer 
on the car when delivered. 

The carriers have declined our claim, with the advice thy 
the original seals were improperly applied by us, and upon dis 
covery of this fact by one of the intermediate carriers their sea); 
were applied. 

We furnished affidavits of loading checker, also consignee; 
tally man, showing that a certain quantity was shipped and tha 
a lesser amount was received by consignee. 

Please advise if carrier should pay this claim. 

Answer: The question of what proof the claimant mug 
make in an action for loss of or injury to goods is one of ey. 
treme importance. Since the facts of how the loss or injury 
occurred are generally within the exclusive knowledge of the 
carrier, the courts are liberal in permitting the claimant, by 
showing certain essential facts within his knowledge, to raise 
presumptions which complete his case. 

A shipper showing a delivery of goods to a carrier, and that 
they were not redelivered, makes out a prima facie case against 
the carrier entitling him to damages for loss, and to avoid such 
damages the burden is upon the carrier to prove its freedon 
from liability. C. R. I. & P. Ry. Co. vs. Stouffer, 111 N. E. 809; 
Nustrot-Calahan Co. vs. M. K. & T. of Texas, 209 S. W. 775. 

In the instant case it is a question of fact as to whether 
the amount stated in the bill of lading was delivered to the car. 
rier at point of origin, which fact must be established by the 
shipper. Likewise, it is a question of fact as to whether a lesser 
amount was delivered by the carrier at destination, which fact 
must also be established by the shipper. 

Unless the carrier will pay your claim, your only recours 
against the carrier is to bring suit, and, by a preponderance of 
evidence, show a delivery to the carrier of the full amount state/ 
in the bill of lading and a delivery of a lesser amount at destina 
tion, the burden being upon the shipper to show a delivery to 
the carrier of the amount specified in the bill of lading anda 
delivery of a lesser amount at point of destination, in order tp 
recover for a shortage. 

In establishing these facts the shipper must necessarily 
overcome by a preponderance of evidence that which the carrier 
may introduce to show that either the amount stated in the bil 
of lading was not in fact received by it for transportation or 
that the full amount received by it for transportation was de 
livered at destination. That is, the shipper’s evidence must olt 
weight that of the carrier. 

Whether the amount alleged by the shipper to have bee 
delivered to the carrier for transportation was actually delivered 
is a question of fact to be determined from the evidence sub 
mitted by the plaintiff, subject to rebuttal by the defendant 
farrier. The statement in a bill of lading or a_ shipping 
receipt of the amount received for transportation is not conclt 
sive and the carrier may submit evidence to prove that the 
entire amount was not received for transportation. 

In the absence of any statute or rule of court expressly 
authorizing it, affidavits are not admissible as to controvertei 
facts material to the issue, unless received by consent or without 
opposition, where such opposition may have been made. As ti 
such matters, the testimony of witnesses must be taken in ope 
court or upon deposition, so as to afford an opportunity for 
cross-examination. 

Reparation 

Utah.—Question: Is it unusual for shippers to request rep 
aration on shipments moving between date of Commission’ 
order for reduced rates and date of publication in classification! 

We have reference particularly to waxed wrapping paper ll 
L. C. L. lots. Third class rating was published in accordance 
with order of the I. C. C. in case No. 17206 of July 20, 1921) 
rate was made effective September 30, 1927, in sup. 51 to C. F.C 
No. 4. 

Carrier has stated that it is not its policy to request pe 
mission to apply rate retroactively. However, we do not believe 
permission to apply third class rate from July 20, 1927, woull 
be retroactive, inasmuch as the rate should rightfully have govt 
into effect simultaneously with the date of the Commission 
order. 

Answer: While the Commission rendered a decision i 
docket 17206, Kalamazoo Vegetable Parchment Co. vs. C. K. é 
S. Ry. Co., 128 I. C. C. 675, on July 20, 1927, its order did 20 
require the establishment of the reduced rating on waxed wrar 
ping paper in less-than-carload lots before September 30, 1921, 
in compliance with which order the carriers published the rate 
to become effective on the latter date. 


When an informal or formal reparation order has been made 
by the Commission, the principle upon which it is based is © 
tended to all like shipments. A specific order from the Co 
sion, however, must be obtained for the refund of the different 
between the rate assessed and the rate found to be reasonable 

Reparation to the basis prescribed in docket No. 17206 
be had by any party on all shipments of waxed wrapping pap 
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ROCHESTER, N. Y. AUSTRALIA 


5 FAST DIRECT SERVICE — PASSENGERS AND FREIGHT 
THE TRANSATLANTIC STEAMSHIP CO., LTD. 
M.S. 












































oe} LL. 


Sailing 
PORTLAND 
SEATTLE 


VANCOUVER 


i fiona 


GENERAL MERCHANDISE STORAGE 
Distribution 


only modern Merchandise Warehouse fully equipped and centrally 
ine located in the City of Rochester 
Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester & Pittsburgh Railway, 
enjoying switching at flat Rochester rate with all steam roads. 


B. R. & P. WAREHOUSE, Inc., Rochester, N. Y. 





a Sept. Sept. 17 
ADELAIDE Aug. 19 Aug. 17 Sept. 12 Sept. 23 


GENERAL STEAMSHIP CORPORATION 
Pacific Coast Agents 
240 Battery Street, San Francisco 
E. L. McCONNAUGHEY & CO., INC. J. H. SCHAEFER & CO. 
327 S. La Salle St., 905 Majestic Bldg. 
CHICAGO DETROIT 








PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 


Regular Fortnightly Sailings Direct to 


_ iE: fis maces Bh aiarin one PANAMA 
General Merchandise que ip) ’ red CO and , ACAJUTLA, 
Pool Car Distribution 


Seinen es em WEE With transshipment service via Cristobal to Punta Arenas, 
Intelligent Service gt San Juan del Sur, Amapala, La Union, San Jose de Guate- 
acre! Ee By) mala, Acapulco and Manzanillo, Mexico. 
43 Next Sailing from New York. .... July 11 
v 


= : 
ey = Aa.) =a ot Intercoastal freight accepted beth West and Eastbound, from New Yerk 
a ee age” & ; te Los Angeles Harbor and San Francisce and frem California perts 


Ginee, &. 2 Pine 8t San Francisce, Cal. 
10 Hanover Ban New Yorke » Be 548 8. Spring e, Les Angeles, Ook 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
‘BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 

From Philadelphia . . Wednesdays and Saturdays 

From Houston... .... Mondays and Thursdays 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 






and From 
the Orient 
at Express Speed! 


This unusual advantage is offered 

by the “President Liners’’ which 
speed to and from the Orient over 
“the Short Route”’. Sailings every 
other Saturday to Yokohama, Kobe, 
Shanghai, HongKong and Manila. 
Arrivals from the Orient every other 


’ M . Thr bills of ladin, 11 
Omaha’s Largest Oriental portehurry up aeiveren 
Six 10,000-ton express ‘‘Cargo Liners” 


Merchandise Warehouse BF augment this service with sailings to 


# and from Shanghai, Amoy, HongKong 
offers to the public the IDEAL warehouse and and Philippine Island Ports. 
distributing service in the Middle West. q. J. KBHOR, Gen. Zestern Agt.,32 eeyrnee 



















Merchandise Distribution and Warehousing. Ideal W- Gs Dien Book Bide." "itp sor Dearborn Se” 
offices for brokers and branch managers. Central Detroit, Mich. Chicago, Iil. 






location. Reinforced te truction. L. L. BA G I Freight Agent 
trackage, no port ng ‘alien. Cosa ‘aay de 1519 Railroad toe South, Se Washington 


livery service. Pool cars distributed promptly. 76 offices in 22 countries at your service 


The Terminal Warehouse Co. | American Mail Line 


Omaha, Nebr. Member A.W.A. 11th and Jones St. 
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in less-than-carloads which have moved within two years previ- 
ous to the date of the filing of a complaint with the Commission, 
either formal or informal. 

Storage. . é 


MaSSachusetts.—Question: 
&t destination and was sent to public storage, as delivery was 
not taken, due to the consignee not receiving an arrival notice 
and therefore not knowing that the goods were on hand at des- 
tination. The goods were properly consigned on the bill of 
lading and properly marked “1263 E. 28d St., Brooklyn, N. Y.” 
The notice that the freight had been sent to public storage shows 
the address 1263 E. 23d St., New York City, and this storage 
netice was actually mailed by the delivering carrier to that ad- 
dress: Destination earrier’s records read 1263 E. 23d St. (type- 
writter), and Brooklyn, N: Y. in pericil, but there is no notation 
as to when or why Brooklyn, N. Y., was added to the records. 


In view of the fact that the arrival notice was not received 
and that the storage notice was made out New York, N. Y. 
and actually mailed there, we ¢otttend that no déubt the arrival 
notice (which the delivering carrier states was inélosed in an 
envelope) was actually mailed without any “éity” being shown 
in the address, and therefore the arrival notice was improperly 
given. The storage notification rule specifies that thé impres- 
sion of both sides of the postal notice when used must bé Kept 
by the carriers, but does not state as to this being necessary 
in the case of notices inclosed in envelopes, other than window, 
to the best of our knowledge. 


A representative of the destination carrier explained as 
follows: 


The fact that part of the address on the arrival notice was shown 
in pencil was that when the billing was received it read 1263 E. 23d 
St:, only and the envelope for the arrival notice is always made out 
from a tally sheet (taken from billing details). Therefore, the clerk 
who made out the arrival notice, finding no destination on the bill- 
ing, Wént to the shipment, and from the tags secured the destination, 
mailing:=the arrival notice to 1263 E. 23d St., Brooklyn, N. Y. He 
then added to the billing (the original of which was in typewriting) 
the destination ‘Brooklyn,’’ which accounts for the fact that the 
lagter now appears in pencil. 


He further admitted or stated as follows: 


| On the same day that this arrival notice was sent out four other 
notices were improperly addressed, but he emphasized the fact that 
these four were returned to the Post Office Department, whereas this 
notice was not. He felt that this was additional proof of their claim 
that this notice was correctly mailed. 


What is your opinion as to our claim being legitimate under 
the above circumstances? 


Answer: The Commission has held that where a notice of 
arrival is placed in the mails by the carrier the fact that the 
notice is not received by the consignee does not relieve the con- 
signee from the payment of demurrage charges. Sullivan Lum- 
ber Co. vs. Director-General, 78 I. C. C. 398. This principle ap- 
plies alike to storage charges. However, where the consignee, 
as a basis for obtaining a refund of storage or demurrage charges, 
alleges that no notice of arrival was sent or given, the burden 
is upon the carrier to prove that the notice of arrival was sent 
or given to the consignee. This is a question of fact, as is also 
the question of whether the notice of arrival was mailed to the 
proper address. The fact that the storage notice was addressed 
to the city of New York instead of to Brooklyn, while of some 
probative value, is not conclusive evidence that the notice of 
arrival was not properly addressed. 


Unless, however, the carrier can produce additional evidence 
as to the sending of the notice of arrival, we are of the opinion 
that the facts you have set forth would entitle you to a refund 
of the storage charges which accrued on the shipment. 


Routing and Misrouting—Rate Equivalent to Routing 


New York.—Question: Supplement 60 to Glenn’s I. C. C. 
A-451 at page 30 published a rate of 551% cents on cotton fabrics, 
in the original piece, to be finished and reshipped, from Alexander 
City, Ala., to Winston-Salem, N. C. Shipper on May 29, 1928, 
téndered to the agent of the Central of Georgia at Alexander 
City shipment of two bales described on shipper’s bill of lading 
as cotton fabrics in the original piece. Bill of lading was not 
routed. Shipper was unaware of the special low rate applying 
on’*the goods “to be finished and reshipped,” and inserted on the 
bill of lading the class rate of 86 cents. 


The goods were actually shipped to Winston-Salem to ‘be 
finished and reshipped and were exactly the type of goods whieh 
this special commodity description is intended to cover. 

The 55%-cent rate is restricted so as not to apply via A. C. LL. 
Carrier forwarded the goods in connection with the A. €. L. 
After payment of the freight, shipper learned of the existence 
of the commodity rate and claimed refund. Carrier refused an 
the ground that shipment moved in connection with A. C. L,, 
wia which commodity rate did not apply. This movement via 
A. C. 'L. was, af course, solely the carrier’s act, bill of lading 
being unrouted. 


The Traffic World 


A less-carload shipment arrived 
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Shipper claifigs paragraph (a) of rule 7 of Commission's 
Tariff Circular makés the commodity rate the only applicable 
rate on the shipment. 

What is your interpretation of the proper rate to apply on 
this shipment? 

Answer: The Commission has held that where bills of lad- 
ing do not contain routing instructions, but a rate is inserted! 
therein which applies via a certain route, the specification of' 
the rate is the equivalent of specific routing via the route over: 
which the rate applies. See Highland Iron & Steel Co. ys. 
E. & I. R. R. Co., 57 I. C. C. 549; Plainfield Grain Co. vs. E. J. 
& E. R. R. Co. 41 I. C. C. 608; Keeton vs. St. L. S. W. Ry. Co, 
39 I. C. C. 221 In these cases the Commission held that where 
the shipment was not forwarded via the route over which the 
rate specified in the bill of lading applies, there was misrouting 
on the part of the carrier } 

Under the principle of the above referred to cases} iff im the 
instant case the shipment was forwarded via route’ over witieh 
the rate specified in the bill of lading applies, there Was no mtis- 
routing on the part of the carrier, in our opinion. : 

Rule 7 (a) of the Commission’s Tariff Circular is not in 
point, for the reason that, as we understand, the coriModity 
rate did not apply over the route over which the shipment Mbved. 


“PROPAGANDA” NOT HELPFUL ! 


The Trafic World Washington Bureau 


“Propaganda of the sort now apparently in vogue is not help: 
ful and should nét be tolerated,” said Commissioner Meyer in 
identical letters to Paul Shoup, president of the Southern Pacific 
Company, H. M. Adams, président of the Western Pacific Rail- 
road Company, and Ralph Budd, president of the Great Northern 
Railway Company, with respect to developments in connection! 
with the applications of the Great Northern and the Western 
Pacific for authority to build a line from Klamath Falls, Ore, 
to Paxton, Calif. (Finance Nos. 7439 and 7440.) 

Commissioner Meyer advised the presidents that many res- 
olutions and communications of various sorts were being re- 
ceived by the Commission in connection with the applications. 

“It appears obvious that a great deal of propaganda work 
is being done both for and against this project,” said he. 

“It is assumed that you gentlemen know that cases are de- 
termined by us on the record and not by a consideration of 
resolutions, communications, newspaper articles, and the like. 
Of course, we recognize that some of this material may be spon- 
taneous, but experience indicates that a very considerable por- 
tion of it is the result of solicitation by opposing interests. 

“When a hearing is held on these applications there will 
be an opportunity for an expression by witnesses to Rave some 
thing to adduce in the way of testimony relating to the project, 
but propaganda of the sort apparently now in vogue is not 
helpful and should not be tolerated. It is suggested that 
if any of the parties to these proceedings are encouraging ef- 
forts to try the case off the record, such measures should imme 
diately be taken as will terminate the practice.” 





RAILROAD STATISTICS 


investment in road and equipment of Class I, II and III 
steam railway companies, December 31, 1928, amounted to $24; 
873,474,285, an increase of $419,603,347, as compared with the 
total at the end of 1927, according to the preliminary abstract 
of statistics of common carriers for the year ended December 
31, 1928, prepared by the bureau of statistics of the Commiss‘on. 
These figures cover the operating, lessor and proprietary com 
panies. 

The investment in road and equipment, by classes of roads, 
follows: Class I, $24,255,310,601; Class II, $517,110,925; and 
Class III, $101,052,759. 

Class I railroads, not including switching and terminal com- 
panies, had investments for the year ended December 31, 1928, 
of $25,329,272,749. 

Abstracts of reports by express companies for the year ended 
December 31, 1928, showed cost of real property and equipment 
as follows: American Railway Express Co., $46,515,192; South 
eastern Express Co., $1,233,690. 

Total operating revenues of the American Railway Express 
Co. were stated as $143,876,664, and of the Southeastern Express 
Co., $4,267,986. Net income was stated as follows: Americal, 
$2,321,040; Southeastern, $69,861. 

‘The Pullman Co., for the year ended December 31, 1928, 
had net income of $13, 188,976, according to the statistics. The 
operating income was $10,938,059, while non-operating income 
totaled $2,270,588. The company’s investment in sleeping cal 
property was stated as $233,505,866. 


You may either write or wire our Washington office 
for information concerning matters in any departmen! 
of the government there, if you are a subseriber t¢ 
THE DAILY TRAFFIC WORLD, 
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POSITIONS WANTED OR OPEN [| LEONARD’S GUIDE 
ELLIE AE ALLA AIR, TEAR RO OER 
paervies an aa dae ok ov as 2s —— work, pro- FREIGHT, EXPRESS, PARCEL POST 
rates, claims, etc.; age ant traffic auditing job at reason- ° 
aoe salary with chance to advance. Address HCH, care Traffic World, Rates and Routing ao in One Book! 
Chicago, Ill. Send for Sample Shee’ 
G. R. Leonard "& Co. 
POSITION WANTED—Traffic man, nine years’ railroad and in- 15S N. Clark St., Chicago 18 E. 26th St.,; New York 


dustrial experience, good education, technical training, law graduate, 
married, age 28, ee. seeking greater responsibility. Special ex- 
perience claims, demurrage, private cars, transit rates. Familiar I. Chieago’s and Kansas City’s 


+. edure. Average yearly saving for present employ 10,000. ~ 
i auated information, write ‘Dex 238. for Prgvent cenpian ee E0008. Merchandise Mest Medera Warehouse oust 


Illinois. EBC. 
WANTED—Complete set of Interstate Commerce Commission bound 


guinal © ansas OF™ 
reports. Will buy all or part. Advise what you have and at what 


price. Address H. R. S. 224, care Traffic World, Chicago, IIl. ~ Pooi Car 


oe ~ - 
POSITION WANTED—Traffic manager or assistant, fifteen years’ —2e Distribution 


experience industrial and railroad circles together with special train- 


Q 





ing in traffic affairs; married, thirty-seven years old; now employed. 
Address A. A. A. 200, care Traffic World, Chicago, Ill. 





BILLS OF LADING printed in a plant where men are familiar 
with er 9 Ee ee us send 7 a ae with In the heart of the Commercial District 
samples of other Traffic Forms in a neat folder for your files. The distributing depot f 
Traffic Service Corporation, 418 S. Market St., Chicago. = Se 8 2 particular service e poe Dees. oe 
by a organization that will handle orders as 








prom: and efficiently as your own shipping department. 
The most centrally located warehouse :n the city 


COMMERCIAL WAREHOUSES within. 


TA G S (Gol 





Do You Know ™=+«- 


(1) Rent teams and trucks? (2) Distribute pool cars? 













(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? All grades and colors for every use. \. sour sero me 
JOS. STOCKTON TRANSFER CO. e 
Established 1857 1020 South Canal Street, Chicago 






+ Ganphis Campbell Paper Box Co. 
900 South Main Street 
SOUTH BEND, IND. 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 








MEMBERS A.W.A O.W.A 









TERMINAL 


REAL TRAINED very WAREHOUSING AND co tha Slaw 
SALARY or TRAFFIC = 
INCREASES MEN 


How men in routine traffic work have increased 
their earning power through expert training. 
Every traffic employee today should and additional sources of raw material 


realize that Traffic Management—as His intelligent handling of cases before C H t C AG 0 4 LI by i % 7 5 Ms 
bracticed by men of thorough training— the Interstate Commerce Commission 


offers very substantialopportunities.The often results in economies for his em- 
cManager whois really skilledinthe ployerrunning into the tens of thousands 





Handle Your 








technique of his profession commands a of dollars. Our interesting 64-page book, i i ion of Pool Cars. 
large salary and high standing in his com- “Opportunities In Traffic eneermens,* Prompt Distributio s © 
et reer - tone baer ag mae the _ tells a oo — - og a Economical City Deliveries. 
e elements o e business. or railroad employee should read this ; i 
,Upon him depends the flow of produc- book. Send for it today. Learn how Light or Heavy Freight Transfer. 
ition and distribution. Throughlowered LaSalle home-study training in Traffic Modern Motor Equipment. 
‘costs, prevention of losses, better pack- | Management has helped many men up to * * * 
ing, quicker deliveries, and in scores of the bigger-pay traffic positions. Write Efficient Service. Careful Drivers. 


‘other ways he effects enormous savings _us today for all the facts. Your inquiry 


forhisemployer. Heisconsultedonloca- _ will not obligate you in the slightest. 
tion of branches, warehouses, new plants, Address V s EN (; | E A M I N GC; * O ‘> 
* } 


LaSalle! Extension Universitv, Dept. 795-T, Chicago, III. 606 West Lake Street CHICAGO 





acme __sawnem ___ THRU RATES AND 


ANSONIA 9-OS OOSEYMOUR 
SHELTONg'o OERBY 
DEVON ¢. _-O MILFORD yew HAVEN 
ES 


DIRECT WATER ROUTES 


South Norwalk, Bridgeport, New 
WESTERLY tf TOM London and Norwich, Conn. 


C. F. A., W. T. L., Inter-Mountain, 
TO AL to South and "Southwest 


OUTS West rr STORE DOOR CLYDE, OLD DOMINION, SAVANNAH, 
61 oun OWN MOTOR TRUCKS UIG MALLORY and MORGAN S. S. LINES 


30 ALL poms soma one ERNEST E. FUCHS. 
H BOAT AND RAIL THAMES RIVER LINE, INC., Pier 32 E. R., New York City, President 
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NOTE—items in the Docket marked with an asterisk (*) are new, 
having been led since the last issue of The Traffic World. Cancel- 
tations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

Jul ly 8—Washington, D. C.—Examiner Molster: 

inance No. 7562—Application Virginian Ry. for authority. to extend 

its line across Kanawha River at or near Deepwater, W. Va. 
July Te rE D. C.—Examiner Tresize: 

1. & 3313 and ist supplemental order—Agricultural limestone from 

Saceabene, O., and Michigan points to destinations in Michigan. 
—_- 8—Newark, N. J.—Examiner Maidens: 

137—Eastern Tanners’ Glue Co. vs. Southern Ry. et al. 

Jum 8—Jefferson City, Mo.—Public Service Commission of Missouri: 

nance No. 7532—Application of Sligo & Eastern R. R. 

July 8—Kansas City, Mo.—Examiner Harraman: 
22169—W. J. Wilson et al. vs. A. & S. Ry. et al. 
July 8—Aberdeen, S. D.—Examiner Hagerty: 
Northwestern Retail Coal Dealers’ Assn. vs. C. M. & St. F. 
Ry. et al. 
8—Meridian, Miss.—Examiner Kerwin: 
—Mobile Chamber of Commerce and Business League vs. A. 
& V. Ry. et al. 
July 8—Dallas, Tex.—Examiner Hill: 
23023 3—Lone Star Gas Co. et al. vs. A. & S. Ry. et al. 
—- 8—Seattle, Wash.—Examiner Mohundro: 
22164—Southern Pine Assn. vs. A. & W. Ry. et al. (at conclusion of 
een, we examiner will fix date for further hearing at 
ca 
21999 West Coast Lumbermen’s Assn. et al. vs. A. C. & Y. Ry. et al. 
22087—California White & Sugar Pine Manufacturers’ Assn. vs. A. C. 
& Y. Ry. et al. (after conclusion of Seattle Hearing Examiner will 
fix date for further hearing at Chicago). 
22314—-California Redwood Association vs. A. C. & Y. Ry. et al. 
July 8&—Washington, D. C.—Examiner W. H. Smith: 
21869—Evaporated Milk Assn. vs. A. & R. R. R. et al. 
hearing) 
ar nd he ae Ee D. C.—Examiner Peterson: 
3304 and Ist supplemental order—Anthracite coal from mines 
on a R. R. in Penna. to destinations in N. J 
Jul 4 8—Tallahassee, Fla. ews Binkley: 
452—Noonan-Lawrence vs. 8. L. Ry. et al. 
Fourth Section Application 13779. for A. & St. A. B. Ry. 
July 9—Washington, D. C.—Examiner Curtis: 
1—Interstate Amiesite Co. et al. vs. A. & R. R. R. et al. 
- S&S. App. No. 13731—Filed by Agents Tilford and Streyer In re 


pea stone screenings, chert, gravel, sand and slag between 
southern points. 


July 9—Kansas City, Mo.—Examiner Harraman: 
22071—Atwood Farmers’ Oil Co. et al. vs. A. T. & S. F. Ry. et al. 


July 10—Buffalo, N. Y.—Examiners Stiles & Parker: 


Jul 
1 


(adjourned 


* = so Slaughterers’ Traffic Assn. et al. vs. N. Y. C. 
ot 2 
* Mas (and Sub. Nos. 1 to 3, incl.)\—Swift & Co. et al. vs. A. T. & 


F. Ry. et al. 

* frat (and Sub. Nos. 1 to 3, 
Buying Organization et al. vs. A. 
hearing). 


July 10—Sioux Falls, S. D.—Examiner Hagerty: 
1. & S. 3280—Rules a ‘od combination rates on livestock 
to and from points in S. 
Pg ee Schilt Sah sahs Co. vs. C. & N. W. Ry. et al. 
10—Cleveland, O.—Examiner Colvin: 
6—International Steel Tie Co. vs. N. Y. C. R. R. et al. 
July 10—Washington, D. C.—Examiner Trezise: 
93—National Mortar & Supply Co. vs. Penna. R. R. et al. 
Bie 10—Chicage Til&—Examiner Crowley: 
140—Loomis Machine Co. vs. B. & O. R. R. 
. & S. 3319—Carload minimum weights on grain products from, to, 
"and between points in official classification territory. 
= 10—Albany, N. Y.—Examiner Maidens: 
180—Greenwich Chamber of Commerce vs. D. & H. Co. et al. 
om 10—New York, N. Y.—Examiner Griffin: 
709—Michigan Silo Co., Kalamazoo, Mich., et al. vs. B. & A. R. R. 


7 41—Toledo, O.—Examiner Colvin: 
& S. 3247 (4th supplemental order)—Transit on grain at points 
on B. & O. R. R. (lines west). 
~ 11—Pine Bluff, Ark.—Examiner Hill: 
773—Pine Bluff Grain Exchange for Cook-Bahlau Feed Mfg. Co. 
x al. vs. St. L. S. W. Ry. et al. 
~ 11—Chicago, Ill_—Examiner Crowley: 
S. Bash & Sons, Inc., et al. vs. Cent. Ind. Ry. et al. 
isa2e—A. D. Sizer vs. C. M. & St. P. Ry. et al, (further hearing, 
for sole purpose of introducing evidence relating to reparation). 
“— 11—Toledo, O.—Examiner Colvin: 
S. 3247 (and Ist, 2nd and 3rd sups.)—Transit on grain at points 
“on B. & O. R. R. (lines west). 
July 11—Sioux Falls, S. D.—Examiner Ha 
i. $. 3296—Classification ratings on 
in Western territory. 
ms 12—Chicago, Ill.—Examiner Crowley 
woe s. 3311 Big iron from southern S oinite to Indiana, Illinois and 


incl. ee Murray Live Stock 
Cc. & Y. Ry. et al. (adjourned 


erty: 
ooden egg cases or carriers 


sf wo Mass.—Examiner Maidens: 
3256—Wood pulp carloads from mill points in New England 
* to bo in state of New York. 
|. & §. 32268—Woodpulp between points in New England territory. 
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say 12—Jacksonville, Fla.—Examiner Binkley: 
. & S. 3286—Logs from Southern Ry. System points to Gulf, Soug 
Atlantic and Virginia ports, when for export. 
13—Little Rock, Ark.—Examiner Hill: 
40—S. A. Holt, assignee of Arkansas Basket Manufacturing (Cp, 
Inc., vs. M. P. R. R. 
Jul 18—Washington, D. C.—Examiner Trezise: 
2—American Cyanamid Co. vs. A. 5 & Y. Ry. et al. 
22041—American Cyanamid Co. vs. A. C. & Y. Ry. et al. 
oT ee Ill.— Examiner eiiiees 
~ ane ry 1 to 3, incl.)—O. A. Smith Agency, Inc., vs. C. RI 


Ry. al. 

21916 (and Sun. a 1 to 9, incl.)—O. A. Smith Agency, Inc., w 
I. Ry. et al 

— afand Sub. 1)—Cherry-Burrell Corp. et al. vs. A. T. & S. F. Ry, 


* 22403 -Alton Box Board & Paper Co. vs. A. & E. Ry. et al. 


-_ 15—Little Rock, Ark.—Examiner Hill: 
1 aa Material Dealers’ Assn. of Ark. vs. C. R. I. & P. Ry; 


et al. 
13535 et al.—Consolidated Southwestern Cases. 
July 15—Detroit, Mich.—Examiner Colvin: 
22145—Consolidated hoe Co. vs. A. T. & S. F. Ry. et al. 
~—_ 15—Sioux City, Ia.—Examiner Hagerty: 
& S. 3275—Brick and related articles from Sioux City, Ia., t 
* Kansas City, . and other lower Mo. River Cities. 


5—Jacksonville, Fla.—Examiner Binkley: 

oe Shell Co. (Inc.) et al. vs. A. C. L. R. R. et al. 

~?*, 15—Spokane, Wash.—Examiner . 3 
2200i—Inland Products Co, et al. vs. C. M. St. P. & P. R. R. et a 

July 15—Mobile, Ala.—Examiner Kerwin: 

Mobile Chamber of Commerce vs. G. & S. I. R. R. et al. 
15-16-17—-Argument at Washington, D. C.: 

Eastern Class Rate Investigation. 
July 16—Detroit, Mich.—Examiner Colvin: 

22221—-Purse Bros. et al. vs. Pa. R. R. et al. 
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ENGINEER’S OIL CAN PASSES 


The familiar sight of the engineer oiling his locomotive a 
freight or passengers are being loaded or unloaded at a station 
will soon be a thing of the past, according to a report submitted 
June 26 at the tenth annual convention of the mechanical divi 
sion of the American Railway Association in Los Angeles. 

Improved construction and the more intensive utilization of 
locomotive equipment have brought about changes in methoé 
of lubrication along lines of those now commonly used for aute 
mobiles, and will dispense entirely with the use of the engineer’ 
oil can, according to the report. 

“The lubricants,” the report said, “should be applied in the 
roundhouse and, when so applied, it is definitely known that th 
locomotive can traverse a distance of as much as a thousanl 
miles without further attention. Conditions of today demani 
definite, positive and efficient locomotive lubrication, and th 
methods recommended in this report will accomplish this ani 
thereby very substantially reduce locomotive maintenance ani 
in addition reduce to a minimum trouble with hot bearings.” 


al 


ELECTRICITY ON TRAINS 


How to continue to furnish sufficient electricity on passet 
trains at all times to meet the constantly increasing demual 
for electrical energy required to operate devices designed # 
add to the safety and comfort of passengers, is a problem facilf 
the railroads, according to a report submitted by the committe 
on locomotive and car lighting at the tenth annual conventia 
of the mechanical division of the American Raliyay Associati 
last week in Los Angeles. 

In earlier days, when electric lights were practically 
only thing requiring electrical energy on passenger ‘trains, tht 
problem was easy, sufficient power being generated on ead 
passenger car by means of an axle generating system, accordilf 
to the report. With the installation of electrical refrigeratio 
ozonators, toasters, cigarette lighters, drink mixers, dish wast 
ers, pressing irons, radios, electric water coolers and heater 
and various other current consuming equipment, the problel 
becomes harder. 

Tests are being made by a number of railroads in tl 
United States and Canada of devices whereby all electricitf 
required on a train is produced in a specially installed 8 
erator located on the locomotive with a minimum sized storag 
battery on each car. If these tests prove satisfactory, 8 
system of this nature may be recommended for adoption by 
railroads. Similar systems for lighting trains are now Dé 
used by a number of railroads in suburban service, but the 
plication to through trains involves many intricate complicatio&® 




























10 


